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larger, as is the cooling-fin area, 
to help prevent fading. 

Even our YZ80, the mightiest 
mini of them all, now has more 
horsepower, a redesigned frame, 
longer suspension travel and a ES 
new six-speed transmission. * ү710 "n 

So, if you're in motocross to 
win (and who isn't?) we suggest The teh Ade -size YZ100 
you check out the Yamaha YZ’s.  elbs smaller kids make the 

Е ао transition from mini to full- 

y 8 y 512е. 
mended by Bob, Broc and Rick. 

For any Tom, Dick or Harry 


The. ultimate in two-stroke 


if pid s an extremely 
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Are Yamaha motocross 
machines really as competitive 
as we say they are? Just ask the 
man who rides one. 

Broc Glover, Bob Hannah 
and Rick Burgett rode theirs 
this year to the first grand slam 
in motocross history Number 
One plates in AMA 125, 250, 
Open Class and Supercross. 

And they did it on works 
bikes that are closer than ever to 
the YZ125, 250 and 400 waiting 


«Ў у> o 
tracking. And 
aluminum 


for you at your Yamaha dealer. 

We've made some signif- 
icant improvements in all three 
models this year. 

For one thing, power is up. 
And we mean up. As much as 
2075 in mid-range. With the 
torque you need to take the hole- 
shot and never look back. 

Handling is even more 
responsive. Because we've 
increased the suspension travel, 
front and rear. 


The new full-floating rear 
brake allows the shoe to rotate 
with the frame rather than the 
swing arm for smoother, more 
positive braking under all track 
conditions. And the swing arm 
pivot point is now closer to the 
countershaft, eliminating the 
need for a chain tensioner. 

Our YZ125 will be a bigger 
threat than ever in 1979, with 
its newly-designed Monoshock. 
The oil and gas capacity is 
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The tough young 
American tucked in tight 
behind the fairing of his 
Yamaha TZ750. He blew 
through the wide, left-hand 
sweeper that led to the high 
banks. Rolling on the throttle, 
he knifed through the air at 
170 mph, leaving behind 
him the deafening roar of his 
two-stroke engine and a 
pack of the world's best 
riders. It was Daytona '78. 
Kenny Roberts was about to 
teach the world a lesson. 
The world champion- 
ship was the next logical 
step in Roberts’ career. He 
had already won the AMA 


National Novice title, the 
National Junior title, and two 
AMA Expert Grand National 
titles, breaking a points 
record each time. And in 
each case he had won on 
Goodyear racing tires. 
Goodyear Eagle D/T Is had 
helped him win on 1/2-mile 
and mile dirt tracks. They 
also helped him win in 
Tourist Trophy events. And 
Goodyear Blue Streak 
Special racing tires were the 
tires that took him to victories 
all over Europe. From 
Daytona to Imola, Italy, to 
Paul Ricard in France, 
Roberts took on the 








best World Class competi- 
tion and walked away with 
the 500 C.C. class title. 

Winning in that kind of 
tough competition takes dQ 
real commitment. Only the 
best is good enough. The 
best skills the best support 
team, the best equipment, and 
Goodyear racing tires. 
Kenny Roberts wouldn't use 
anything less. 

At Goodyear, we 
understand that demanding 
attitude. That's why racing- 
tire engineer John Smith 
works with Kenny. John 
makes sure that every 
racing tire Kenny uses is 
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as close to perfect as 
Goodyear can make it. At 
Goodyear, we're committed 
to excellence in our 
products and our people. 
Whether it's racing tires for 
Kenny Roberts or Goodyear 
Eagles for your motorcycle, 
we make every tire the best 
way we know how. When 
you're the number one tire 
company, that's the only 
way it can be. And 

that is a matter of 

record. 72, 





To obtain a poster-size print of the 
right-hand page of this ad, with the 
printed message on the back, send 
$1.25 per poster to: The Goodyear Tire 
& Rubber Company, P.O. Box 1481, 
Akron, Ohio 44309. Offer good while 
supplies last. 
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The One, 
TheOnly- 
Triumph 
Bonneville 
1979 


SURPASSES THE REST 


Triumph gives you the original 
classic design and one of the finest 
handling machines on the road today. 


ONLY after you’ve experienced 
the Feel of a Triumph will you appreciate 
the dedication and personal pride that 
we put into every motorcycle we build. 
Triumph understands the intimacy 
between a man and his machine. 


THE BONNEVILLE 750 
VERTICAL TWIN is Exciting, 
Challenging and Distinctive...and 
1979 adds even more! 

We make the ORIGINAL...See 


one at your nearest Triumph dealer. 


©Triumph Motorcycles America Inc. 
177 W. Orangethorpe Avenue, P.O. Box 1060 
Placentia, California 92670 
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DON’T PUSH IT 


The Lockhart Cooler System 
is our dip-brazed radiator 
coupled with the optional 
BP-180 thermostat for cold oil 
flow control. 

Available in black epoxy or 
polished chrome. Thermostat 
available separately or in black 
System Kit. 





Get a Lockhart cooler system. 


Your bike's oil can break down when 
you need it most. Accessories, passengers, 
hard riding and motor modifications can 
build up heat enough to cook your oil. 
After the additives have evaporated, 
sludge settles into the valve guides, piston 
rings, and bearings. 

Varnish can accumulate in the motor, 
increasing friction and cutting power. Hot 
oil can produce balky shifts and grabby 
clutch operation. 

There is a solution: The Lockhart Oil 
Cooler. The lightest, most efficient cooler 
made. It drops oil temp down to safe 
levels, protects against catastrophic 
breakdown. Smooth clutch and transmis- 


sion operation is restored. ' 


Our exclusive Dip-Brazed Construction 
assures corrosion and vibration resistance 
for long life. We stand behind our coolers 
with a Lifetime Guarantee. 

We're not saying everybody needs a 
cooler. But if you load up your bike with 
accessories, ride long distances, or like to 
really crank it on once in a while, don't 
push your luck. Protect yourself with a 
Lockhart Oil Cooler. 
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oe ` Lightweight « enduro : | 
comparisons begin, and end, right here. : 




















The 1979 |. 
Honda XR185. 


Four-stroke tractability, 
reliability and fuel 


No pre-mix hassles ....... 


11.2 inches ground 
CIEAFANCE) >: e» veut 


Aluminum-alloy skid 


216 pounds dry weight ... 
Lightweight conical hubs. 


Honda-designed claw- 
action enduro tires....... 


Easy-to-read oversize 
tripmeter with large 
reset knoD... i вше» 


Folding-tip shifter and 
brake pedal... zs + suss 


Fender-mounted tool bag 
Over 1750 dealers across 





Americar c eon E 











Editorial 


Crashing 


€ MY COLLEGE ROOMMATE, JOHN LOUGHLIN, 
plunged his BMW 250 single over an 
embankment and crashed; then a free- 
swinging exhaust header pipe wedged 
against the rear of the front fender and 
caused the bike to fall to earth and slide 
beneath a parked car; then John ran a red 
light in Philadelphia and T-boned the right 
rear side of a police car; and finally he ran 
off the road in Mechanicsville, Pa., blasted 
through a post-and-rail fence and 
crashed in a pasture, narrowly missing 
some cows and breaking his left hand. 

My father pasted himself and his Suzuki 
X6 Hustler on the side of a bread truck 
that had made the classic left turn from 
the oncoming lane. 

Cycle's Art Director, Paul Halesworth, 
wadded up a Honda 450 when the same 
thing happened to him as happened to my 
father. 

Phil Schilling slipped an experimental 
Honda into a roadside ditch a couple of 
years ago and broke his leg and shoulder. 

Motorcyclist’ current Editor, Dale 
Boller, was run off the street once by a 
truck and broke a toe, a camera and a 
perfect record. 

David Hansen crashed in heavy free- 
way traffic when a lady in a car made an 
illegal lane change. 

His brother fell on a windswept, sandy 
mountain road, narrowly missing an on- 
coming semi and two cars. 

Mark Homchick went down as a result 
of misjudging either his speed, traction 
conditions or the severity of the corner, hit 
a curb, and broke his back. 

Jack Kohr found himself going just the 
littlest bit too fast in traffic, and stabbed a 
Kawasaki Z-1 into the back of a car. 

John Stein crashed his Honda CL90 
three times: once in a moss-lined puddle, 
once in pine needles, and once in oil. 

Peter Vamvas overshot a stop sign and 
was killed. 

Norm Urban and his BMW were rear- 
ended by a drunk in a car. 

Dick Lague was just about totalled by 
an oncoming car that was on the wrong 
side of the road. 

Bart Muhlfeld spun out a Kawasaki 
during a photo session for crash #1, and 
got behind on his steering and ditched a 
750 Suzuki for crash # 2. 

Barbara Stepp parted company with 
her 250 Yamaha many times, the most 
vigorous of which took place on Latigo 
Canyon Road when she missed her line 
and cartwheeled into an embankment. 

Gordon Jennings piled up a knuck- 
8 








lehead Harley-Davidson on sandy pave- 
ment, sent a Honda spelunking down a 
ravine, and crashed in a ditch avoiding a 
circus wagon after getting his Ducati side- 
ways in some horse-droppings. 

Tom Sargent touched the front brake 
lever of a Suzuki 750GT negotiating a low- 
speed turn on wet pavement, lost the front 
end, and knocked himself all but silly. 

Bill Stermer washed out his Honda 
350CL making a transition from a paved 
to a dirt road. 

Don Phillipson scratched up a Yamaha 
DT100 attempting to avoid a sewer line 
excavation which had appeared myste- 
riously across a street he knew intimately; 
and spun out a Suzuki SP370 when he 
encountered a stream running across a 
stretch of what until then had been dry 
pavement. 

Dr. John Crowder ground up a perfectly 
useful Ducati 750 SS when he ran out of 
cornering clearance. 

T.C. Browne has fallen over many 
times. Most recently he dropped a Honda 
CB550 on his foot in the Seychelles. 

Jerome Pererra wobbled into the con- 
crete of the Ventura Freeway and lost the 
seat out of his snappy CHP jodpurs. 

Jim Dickenson had the same thing hap- 
pen to him as happened to Dick Lague: he 
got clipped by oncoming traffic. Only the 
oncoming wasn't a car; it was another 
motorcycle. Two out of three died. 

Art Friedman crashed a Honda 160 
twice, a Honda 450 three times, and one 
each DS7 Yamaha, H1 Kawasaki, Honda 
Hawk, BMW R75, Yamaha RD350 and 
Yamaha XS Eleven. 

Robin Riggs has tilted his Honda 
CB400F twice. Once it fell over going 
around a corner, and once he was looking 
at a girl and ran into the back of a car. 

Howard Hodges ran his Suzuki 500 
Titan off its tires at least once. 

Jess Thomas rearranged the decor of 
the first Moto Guzzi Sport in the United 
States when he crashed after colliding 
with a dog. 

Sam Moses' most celebrated crash was 
on a Yamaha 650. It was a Cycle Guide 
test bike, and crashed repeatedly in front 
of a photographer. 

Me? | crashed my Vespa motor scooter 
three times getting it home from where | 
bought it, and then wrecked it another 
dozen times before | sold it to pay for the 
damage done to a Saab which suddenly 
found itself at the bottom of a drainage 
ditch. Later | crashed my Harley-Davidson 
Sportster twice, then: a Suzuki 250; a 


Kawasaki 500; and a Honda 550. 

Everybody | know who has spent any 
time at all riding a motorcycle on the street 
has crashed. Getting off is the inevitable, 
inescapable consequence of getting on. It 
makes no more sense to expect a crash- 
free motorcycle riding career than it does 
to expect to play a set of tennis without 
hitting one into the net, or a game of pool 
without blowing your position, or ten 
rounds of boxing without catching one in 
the nose. You ride bikes; you crash. 

Now tell me this, all you "It can't happen 
to me’’-ers: suppose you awake this Tues- 
day suffused with the absolute knowledge 
that at 10:00 a.m. you will have a crash on 
your motorcycle. The certainty of it is 
overwhelming; as you break into perfect 
consciousness you can practically feel 
the thumps, the scrapes, the scratches 
and the burns; the forlorn, smoking 
wreckage of your motorcycle is palpable 
in the mind's eye. 

Got that? Now. How will you prepare for 
the morning's ride, knowing there will be a 
crash at 10:00 a.m., knowing you will be 
the feature attraction? If you really believe 
that swill about helmets obscuring one's 
vision, helmets leading to strangulation, 
helmets causing one's neck to snap and 
helmets impairing one's hearing, then | 
suppose you will venture out of your 
house, onto your motorcycle and toward 
your crash bare-headed. 

But if not—if you can imagine your head 
pinging off some blue-haired lady's front 
fender, or thwacking crisply into the pave- 
ment, or glancing off a parking meter 
pole; if you can imagine what it will feel 
like to take a truly thundering shot to the 
temple; if you can imagine how the out- 
side world will look through eyes that no 
longer communicate to a functioning 
cogitative apparatus—then | believe that 
faced with the inevitability of your 10:00 
a.m. crash, you will put on your helmet 
and buckle up tightly. 

Ah, you're thinking, but of course. 
Faced with an inevitable crash, naturally | 
will wear a helmet. But who says a crash is 
inevitable? 

You think it isn't? Why should you be 
different from Loughlin, my father, Hales- 
worth, Schilling, Boller, the Hansen broth- 
ers, Homchick, Kohr, Stein, Vamvas, 
Urban, Lague, Muhlfeld, Stepp, Jennings, 
Sargent, Stermer, Phillipson, Crowder, 
Browne, Pererra, Dickenson, Friedman, 
Riggs, Hodges, Thomas, Moses, or me? 

Why should you be special? 

—Cook Neilson 
CYCLE 


FOR $69, ONLY REALTIME 





IS BUILT LIKE THE $200 SEIKO 


You've heard a lot lately about 
chronographs. What you'll usually 
find are famous names at high prices, 
or cheap construction at low prices. 
You can't buy a chronograph for the 
price that's built like Realtime—none 
offers you Realtime's quality crafts- 
manship, good looks, and rugged 
performance. And you'll invest only 
$69 by ordering now from The 
Sharper Image. 


HIGH STANDARDS Realtime is 
100-feet water tested. Others may 
claim water-resistance, but more 
often than not, these claims are mean- 
ingless. Realtime adheres to the high 
standard of 3 ATM, or 100 feet of 
water depth, to guarantee you a more 
than water-resistant timepiece. You 
can swim or sweat, even takea 
shower with it, and never worry about 
condensation or corrosion. And Real- 
time uses only 100% solid stainless 
steel throughout, never chrome or 
"silvertone," making it totally imper- 
vious to the pitting and rusting to 
which such inferior materials are 
prone. And check the face crystal. 
Most are plastic, which scratches and 
dulls easily. Realtime uses the same 
tempered mineral glass as do more 
expensive watches, which ensures 
that your watch will be looking good 
for years. Even the bracelet is of the 
most expensive quality. The links are 
solid machined pieces, not light- 
weight stamped steel. After each part 





is meticulously assembled, the watch 
is hand-polished to a lustrous finish. 
And its good looks are rugged as 
well. Realtime is thoroughly shock- 
resistant, and takes vigorous activity 
in stride. It's great for kayaking, and 
has even gone up the Himalayas. 


STOPWATCH 
FEATURE The work- 
ings of a Realtime 
Quartz Chronograph 
are as beautiful as its 
looks. In watch mode, 
itcontinually displays 
the time in large, 
black, liquid crystal 
digits. Easy to read, 
even in direct sun. 
Month, date, and day 
of week are at your command. The 
night light has its own battery for extra 
dependability. The computer chip 
automatically adjusts for month's end. 
Perfectly balanced at 2.9 ounces, it 
has a solid feel without being overly 
heavy, and is only 7mm thin. You'll 

get lap times. Splits. 1-2 finishes. 
Switch to time of day and back. Take 
time-out. And time beyond 60 minutes 
with automatic startover. Realtime's 
unique stopwatch times any event 

with precision to oo second. Its 

quartz crystal vibrations split every 
second into 32,768 parts, making the 
Realtime more accurate than the finest 
mechanical chronograph ever made. 
Though Realtime guarantees accuracy 


to 5 seconds per month, most owners 
are within 1 to 2 seconds. Accuracy 
this fine is amazing, but with 
Realtime you expect it. 


MAINTENANCE FREE Your Real- 
time has no moving parts and will 
never need service, even after years 
of hard use. In the unlikely event it 
needs repair, there's a twelve month 
manufacturer's warranty on parts and 
labor, and prompt Realtime service- 
by-mail facilities. 

Order your new Realtime without 
obligation. Compare it with any other 
chronograph. If for any reason it's not 
what you expected, return it within 
two weeks of receipt. You're guaran- 
teed a full and courteous refund, with 
no questions asked. 


ORDER NOW TOLL-FREE 
Credit card holders will get fastest 
delivery by calling the toll-free 
number below. Or send check for 
$69 plus $1.50 delivery (add $4.14 
sales tax in CA). But order now for 
prompt delivery. 


Ask for Operator 25R 


(800) 824-7888 
In California (800) 852-7777 


Alaska and Hawaii (800) 824-7919 


THE SHARPER IMAGE 


260 California Street 
San Francisco, CA 94111 
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Calkinator, Beep, Bee and В... 


Re: "Don Vesco: Records Set To Order, 
No Waiting" By Gordon Jennings (De- 
cember 1978). 

What is 200 mph? What is 300 mph? 
Mind-boggling! Your collective journalis- 
tic cerebrums must be WFO: but. . . one- 
quarter mile in one-half second, is one 
mile in two seconds, is 30 miles in one 
minute, is 1800 miles in one hour. 

Still, 425 mph is fast(?)! Still, | like Gor- 
don Jennings. (Must have been the bat- 
teries in his calkinator.) 

Beep and beep. 

Flash 
San Rafael, California 


UNLEASHED BSA AND OTHER DOGS 

It's. a jolt when a child realizes that his 
parents fibbed to him about Santa Claus 
. . . much like when the service mechanic 
you've relied upon for years, because of 
his apparent instinctive skill with ma- 
chines, replaces your oil drain plug with 
only his fingers. 

Such is the feeling | have from reading 
your November article on the Yamaha 
TT500E. | had begun to rely. upon your 
expertise, believing all the editors of this 
prestigious publication knew their ante- 
riors from their posteriors. Yet, how could 
anyone able to write King's English do so 
with observations as ". . . there's a world 
of difference in power, handling and relia- 
bility. The old singles were never as good 
as the Yamaha." 

Nearly eight years ago BSA unleashed 
on the market the B-50 MX. This over-the- 
counter, standard 500cc thumper put out 
38 horsepower, 35 ft/Ibs of torque, had a 
powerband as flat as Illinois, and weighed 
240 lbs. . . and did it all with (God help us) 
push rods and an Amal concentric. Now, 
to someone without cornbread between 
their ears, this seems more powerful than 
the Yamaha—and the mere 50 pounds 
difference in weight could be a handling 
factor, despite the BSA's poor suspen- 
sion. As for reliability, the two B-50s | own 
have been flogged mercilessly by me per- 
sonally. The previous owner of one cam- 
paigned it in Class C for three years, and 
the other thought an oil change happened 
after cooking bacon. Neither has required 
maintenance other than lube changes, 
tunes, and flats fixed. Both require about 
two kicks to start—hot or cold—yet they 
still manage to embarrass stock TT500 
riders. It would seem that the "state-of- 
the-art" in thumpers peaked out several 
years before Yamaha decided to make 
Skis. 
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This tirade is not against the TT500, 
though. . . it’s probably a great attempt at 
imitation. Rather, this is an indignant re- 
buttal to irresponsible rhetoric offered by 
an editor that is read monthly by thou- 
sands of enthusiasts who expect respon- 
sible, accurate reporting—an editor that 
states ". .. the TT is incontestably the 
most powerful thumper on the market," 
when anyone today can lay down green- 
backs and come away with a snappy little 
production number called a CCM, that 
would crush a TT500 like a Rondo can. 

P.B. Pratte 
Kipp, Kansas 


LET YAMAHA PUT EVERYBODY IN 
THE DRIVER'S SEAT 

This photograph was taken of a family 
out for a drive around Meidan-E-Enghlab- 
E-Shah Va Mardom (Circle of Revolution 
of Shah and People) in Esfahan, Iran 
during August of this year. | kept telling my 
friends and co-workers about the extreme 
numbers of people I'd seen on small Ya- 





mahas. Whenever | came up with a num- 
ber of more than five, my cohorts would 
bellow comments about either prevarica- 
tion or insanity on my part. Well, folks, 
here is the proof! Count ’em, seven! | only 
wish Га had my camera the time | saw 
eight of them on Farahabad near the 
Zayandeh Rud River and Hakim Nezami 
Street. 
T.F. Hollar 
Esfahan, Iran 


INSURANCE 

Referring back to the September, 1978, 
issue’s article on insurance rates by Rich 
Taylor, | couldn’t agree more with the fact 
that rates are too high. I’ve observed the 
general rate to be a buck per cc, which 
makes owning a big bike expensive. | 
have, perhaps, a general solution—a mu- 
tual insurance company. 

For those not familiar with a mutual, it is 
an organization owned by the people it 


serves and is generally non-profit, as it 
would be in this case. It would cost a lot 
less for insurance this way since taxes 
and profits would be eliminated, and per- 
haps motorcycle dealers could be con- 
vinced to forfeit their 20 per cent broker’s 
cut for a more benevolent compensation 
of $5 or $10. Processing is said to be 
$11.25 per policy, so this would need to 
be added on to the cost of insurance 
along with an allowance for overhead. 
What it sums up to is this: a mutual could 
probably insure someone for $30 over the 
amount actually required to carry the in- 
surance (the article estimates this to be 55 
per cent of the premium now being 
charged, when the law of averages holds 
true). An example of the saving: | own a 
1978 KE-250 and presently pay around 
$250 for complete coverage; using the 
formula of 55 per cent of present premium 
plus $30, yields a total cost of $167.50, 
one-third less than I’m paying now! Try 
this out on your present policy and see 
how much you could save. Maybe some- 
day someone with the necessary "know- 
how" and connections will make use of 
this idea. Until then | guess we're all in the 
same sinking boat. 
Duane Peloquin 
La Habra, California 


| read with disinterest Rich Taylor's 
"Insurance" article. It's the same tune all 
over again: Layman tells "informed" read- 
ers the inner workings of the insurance 
industry. But | don't want to debate the 
merits, rip offs, etc., of insurance com- 
panies. 

It was a letter that appeared in your 
"Letters" column that really got me miffed! 

Some guy by the name of Rick King out 
of Cleveland decides that he's going to 
beat the high cost of insurance by not 
buying any. So who's going to end up 
paying this "high cost?" The guy that gets 
tagged by Mr. King, that's who! 

As somebody who sells this stuff (insur- 
ance) and also rides a bike, | am con- 
stantly made aware of the people who can 
afford to plop down a couple of grand for 
a bike (or car) but can't afford to pay for 
the moral obligation they have to the 
"other guy," namely—if you do damage to 
somebody or something and it's your 
fault, you should pay for that damage, and 
to date the only thing | know of that 
satisfies that obligation (other than a large 
savings account) is insurance (for better 
or worse). 

(Continued on page 12) 
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The Audio / Visual 


Experience: 





Part of the fun of owning a motorcycle is taking something good 

and making it better. Adding your own distinctive touch. With RACER 1, 

you can improve the way your bike looks and the way it sounds. A real audio/visual treatment! And 
it’s practical, too...since the exclusive 5-3 Turbo Sport roury Fairing adds style, rider comfort and road 
stability, while RACER 1 exhaust systems provide improved performance, looks, durability and tone 
due to advanced engineering and manufacturing. Don't settle for less than the very best --RACER 1! 


YOU SHOULD BUY 


Special Alumina-Cilica ceramic 
packing with interwoven fibre structure j 
for optimum longevity. Rated to 1600 Headpipes all provided with 
degrees! Hand wrapped and fastened Exhaust cores designed to compliment inner-sleeve heat dispersers. 
to muffler core. various makes and models to control 
t sound waves and provide absorbtion Accepted as replacement for 
Distinctive RACER 1 Power Cone with minimal restriction to exhaust stock exhaust system on any 
constructed of 18-gauge cold roll steel velocity. motorcycle made to date! 
with unique rear angle cut. 


High lustre 18-gauge seamless tubing, 
pre-polished from mill. 


RACER 1 utilizes Argon M.I.G. welding 
at each required weld point in a 
controlled environment to provide 

a more penetrating weld for greater 
strength. 


A 
Ж»: a Each exhaust system custom designed 


for easy installation. 


Tubing precision mandrel-bent on 
computer-controlled bender to provide 
complete accuracy and ensure a perfect 


Each system is individually fixture- fit. 


welded to install custom mounting 

brackets for each model, allowing use 

of stock factory attachment point. No Tapered collector receivers for vacuum 
flimsy “universal” strap required. fit with header pipes provide secure 
sealing, thus eliminating blow-by and 
resulting loss of power. 





All factory features maintained on all 
RACER 1 systems (I.E. oil filter, drain 
plug access and side/center stand 
retention). 


Member: 





dick’ z rademark Te items manufactured by: 
MOREE I | visit your local RACER 1 dealer or 1C s cyc е west, Inc. 
Indus send $2 for latest catalog. 401 Agostino Rd., San Gabriel, CA 91776 


(213) 287-9656 





l'd like to see Mr. King's reaction if he 
were to get hit by somebody who's driving 
without coverage. 

Joseph J. Viola, Jr. 
Chicago, Illinois 


SB SKINS 
| read with interest your feature article 
on the Bimota/Suzuki SB2 in the Septem- 
ber issue. However, contrary to your 
statement on page 119, the matched set 
of late model Michelins are none other 
than our new M48 in the rear and our old 
S41 inthe front—both of which are D.O.T.- 
approved. 
Thank you for such a detailed report. 
Aldo M. Pulvirenti 
Product Engineer 
Michelin Tire Corporation 
Lake Success, New York 


LET ME COUNT THE WAYS 
So what if there's snow on the ground. 
So what if it takes me two hours to get 
ready in the morning. So what if everyone 
looks at me when | walk into work with a 
helmet. So what if my friends turn and run 
when they see me on the street. 
| love motorcycling! 
Larry Dusanic 
LaGrange, Illinois 
What's snow?—Ed. 


ADIOS HODAKA 

Before odd and strange rumors over- 
shadow truth, let me pass along the fol- 
lowing facts: 

1. Pabatco is going out of the Hodaka 
business. 

2. Hodaka Industrial Co. in Japan is a 
separate independent manufacturer 
and may or may not choose to continue 
building motorcycles. 

3. There are people who want Hodaka to 
continue manufacturing motorcycles 
for the U.S. market . . . but whether or 
not they can finance such an operation 
remains to be seen. 

4. Pabatco has sold all Hodaka parts and 
accessories we owned to Wheels of 
Time, Inc., Box 7-A Island Route, Lock 
Haven, PA 17745. 

5. Parts are also available from Bill's 
Hodaka Sales, Highway 22 West, Mex- 
ico, MO 65265. 

From my personal point of view, this 
means: A. I'm pretty sure there won't be 
any ’79 Hodakas. B. | can't say the same 
about 1980s, however. C. But, | can still 
get parts for my Hodaka. 

Marvin Foster 
Pacific Basin Trading Company 
Anathema, Oregon 


BUCKS UP 

Well, I've just returned from a less than 
delightful trip to my local motorcycle 
dealer, and the shock hasn't yet worn off. 
What happened to the prices for 1979? 

l've heard all the stories about dollar 
devaluation, inflation and the rising cost 
12 





of raw material, not to mention gasoline, 
but no way can | accept these as being 
the total end result. As good as the Jap- 
anese are as motorcycle builders, | can 
now see that they've become greed- 
heads as well. It’s too bad that they have 
such a monopoly on this market, but H-D 
and BMW sold out motorcycling a long 
time back and there's little a guy can do 
about that. It is true that American motor- 
cycling is now Japanese motorcycling. 
The Japanese used to produce a good 
product at a low, sometimes cheap, price. 
Those days have passed with the two- 
stroke street bike and the decade that was 
the 1960s. Good times, indeed. 

The truth is | no longer feel in touch with 
present day motorcycling. Once my old 
GT380 Suzuki gives up the ghost, | fear 
that.| might be next up. Living on bor- 
rowed time can be the ultimate ego trip 
even if it's ultimately final. 

Bill Vicevich 
Cambridge, Illinois 


RUST-O-RAMA 

Thought you might be interested in my 
experience with "high-quality" Japanese- 
made mufflers. 

At 3100 miles both mufflers on my 
Honda CB200 rusted out. Went to my 
local dealer for replacements. Seems as 
though you can’t buy just a muffler. You 
must buy the muffler and the connecting 
downpipe. At $44 each that's a sock in the 
wallet. 

Anyhow, 3000 miles later | detected 
odd sounds coming from one of the re- 
placed mufflers (Japanese-made). Yep, 
they had both rusted out again. 

Seems that the Japanese could a) 
make a better motorcycle muffler; and b) 
have the muffler separate from the down- 
pipe so you don't have to scrap a perfectly 
sound downpipe when you change the 
muffler. 

George S. Young 
Winter Park, Florida 


ED'S CLUB (CONT’D) 

As a third-year Rhetoric major at UCB, | 
can’t overemphasize how much | appreci- 
ate the great irony in Ed Hertfelder’s “Duct 
Tapes." Although | don't ride dirt (can't 
afford it), and | am not very interested in it 
(it frustrates the hell out of me not to be 
able to afford it), | love reading Hert- 
felder's thoroughly amusing column. 
Please, keep up the good writing. 

Phil Ruta 
Berkeley, California 


KING 

While standing outside of turn 10 at 
Sears Point Raceway in 1977, | witnessed 
a sight | had not seen before nor since: 
that of a 750cc Yamaha cranked fully over 
tothe right while drifting approximately six 
inches towards the outside of the turn. 
This condition, | thought, could only be a 
prelude to crashing. But | was mistaken; it 


Continued from page 10 
was only King Kenny's way of passing two 
other riders. 

It was difficult to follow Kenny's quest 
for the 500 GP World Championship due 
to the news lag from Europe. Cook Neil- 
son's excellent article and photography 
nicely recaps that season and reinforces 
my belief that we do indeed have a "world 
guy" in our midst. 

Kent Stephens 
Pleasant Hill, California 


This year's race season is completed 
and finished. | must now apologize for my 
remarks concerning Ken Robert's debut 
in the Grands Prix, and | also realize | am 
probably a little late, but the utter desola- 
tion | felt on leaving the Nurburgring has 
only recently abated. Yes, | am a Barry 
Sheene follower so you can imagine how 
depressed | felt. However, Ken Roberts 
invariably rode well, so his title was de- 
served. Certainly one of racing's greatest 
ever. 

H.W.E. Pritchard 
Cheshire, Great Britain 


KEEPING IOWA HAPPY 
Words alone cannot express my appre- 
ciation for your "Widowmaker' feature in 
the November Cycle. It's so refreshing to 
read an article devoted to what appears to 
be a dying art in lowa. Around here if you 
want to climb a hill, you've got to compete 
with two Jeeps and an F-150 for a hole in 
the brush. Thank you again for finding 
those unusual events, and please con- 
tinue. 
Scott Atherton 
Mount Vernon, lowa 


NOT IMPRESSED 

The letter titled "Reliability; Yes and 
No" appearing in your November issue 
prompts me to write. My GS750 Suzuki 
was plagued by the same "incurable" oil 
leak as. Mr. Lowe's. After several tach 
drive seals, a tach drive assembly, a com- 
plete upper end gasket set and several 
unsightly globs of silicon sealer, | con- 
vinced the dealer that it must be a porous 
head casting (I have seen other GS750s 
with similar symptoms). 

After several weeks wait, we were hon- 
ored by a visit from the current Suzuki 
"factory man" and promptly informed that 
it was just a leaky tach drive ... no 
chance of a repair or replacement on the 
cylinder head. Actually the problem is a 
porous or incomplete casting, allowing oil 
to find its way from the exhaust cam 
gallery to the forward face of the head 
(between the fins). This can be repaired 
with epoxy, or heli-arc. 

My particular example of Suzuki's 
handiwork suffered an air cleaner box full 
of metal chips, hence scored cylinder 
walls, rings and pistons, an eccentric ex- 
haust valve, a phenomenal appetite for 
plugs, points and condensers (not to 

(Continued on page 122) 
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What is the function of an Air Filter? 


Basically, the primary function of an 
air filter is to remove the dirt, dust and 
microscopic particles from the air be- 
fore they can enter the engine. These 
particles can act like an abrasive on 
your engine's valves, cylinder walls 
and bearings, causing serious dam- 
age. In dusty, off-road conditions, an 
engine operating without a filter can 
literally grind itself to destruction. 


t 


Can an air filter actually help the per- 
formance of my engine? 

Absolutely! It can also drastically 
reduce the performance of your 
engine. You see, an engine's power 
output is proportional to the rate at 
which it can induce air into the cylin- 
ders, and the torque output is pro- 
portional to the amount drawn into 
the cylinders on each induction 
stroke. So, if the filter is clogged, or 
restrictive by design, it greatly 
affects the rate and amount of air 
entering the combustion chambers. 
What are the most popular types of 
filters? 


First of all, let's discuss Paper filters. 
Paper filters work by capturing the dirt 
in extremely small holes in the paper. 
When these holes clog up...and they 
do ...the air can't pass through the 
filter. And since restricted airflow cuts 
down performance and increases fuel 
consumption, paper does have dis- 
advantages ... especially during off- 
road or extremely dusty condition driv- 
ing. Remember, also, that paper air 
filters are designed to be used for a 
while, then thrown away. So, obvi- 
ously, their effectiveness will diminish 
with use, depending upon how dusty 
the conditions are where you drive. 
Then there are Foam element filters, 
which are very similar in operation to 
paper. However, before you install a 
foam-element air filter, it must be 
treated with a compounded oil. This 





oil-saturated foam relies on tiny inner 
passages to help trap the dirt par- 
ticles. Like a paper filter, the holes 
and passages can become more 
impregnated with trapped dirt— 
eventually restricting the air flow. 

Is there a filter that gives both max- 
imum airflow and protective filtration? 





You bet. K & N Gauze Filters. K & N's 
have a special filtering element made 
up of multi-layers of high-quality 
Surgical cotton gauze, sandwiched 
between 2 layers of special wire 
mesh with bonded, pliable plas- 
tisol rubber-like ends. (Like foam, 
K & N's must be treated with oil 
before use.) 

Wait a minute. Won't the holes in the 
gauze eventually clog up like a paper 
or foam filter? 

Yes, but only after extremely long 


periods of off-road or dusty driving 
use. If you looked through a micro- 
scope at aK & N Filter element, you'd 
See countless oil-saturated hairs ex- 
tending in all directions from each 
strand of the cotton gauze. And 
because cotton is a most absorbant, 
oil-retaining material, it holds and 
prevents the oil and dirt from get- 
ting sucked into the engine. Space 
remains around these trapped dirt 
particles, allowing clean air to flow 
freely into the engine. 

Due to K & N's special accordion- 
folded design, which exposes a large 
area for catching and holding 
engine-damaging dirt particles, it 
could have an extremely thick layer of 
dust and dirt on the outside of the fil- 
ter, and still not reduce an engine's HP 
significantly below that of a standard, 
clean filter. This may be hard to be- 
lieve, but it's been proven time and 
time again by off-road race winners 
and air-flow bench tests. You see, 
dust and dirt won't easily clog the K & 
N Filter element because foreign mat- 
ter remains on the outside of the filter- 
ing element. K & N has inspected and 
tested many of its filters used in the 
grueling 1,000 mile Baja race. There 
was a tremendous accumulation of 
dirt on the outside of these filters, but 
the inside looked new and clean, with 
very minimal airflow restriction. 





Sounds pretty good. But doesn't a fil- 
ter like that cost quite a bit and won't I 
have to change it often, like others? 
K & N Filters do cost slightly more than 
others. However, they're designed to 
last (under normal street use), many 
thousands of miles, practically with- 
out any attention! And you won't have 
toreplace your K & N with a new 
one, should it get extremely dirty. It 
can be easily cleaned, bringing it 
back to a like-new condition. Com- 
pared to the life of your vehicle, a 
K & N filter works long enough to pay 
for itself many times over. In addition 
to this remarkable durability, don't 
forget the benefits of K & N's super- 
ior filtration and airflow. 


Specifically, how does my engine be- 
nefit from all this? 

There's a long list of benefits, but the 
most important are increased fuel 
economy, more horsepower and 
longer spark plug and engine life; 
smoother engine operation. Plus, 
moist air or crankcase oil blow- 
by won't hamper the K & N Filter's 
operation. 

Does K & N have filters for all kinds of 
motorcycles? 

Sure; K & N's are designed for dirt 
bikes, touring bikes, racers and 
choppers. 


OK, I'm sold. Now, where can | get a 
K & N Air Filter for my (car) (motor- 
cycle)? 

К & N Air Filters are sold by most lead- 
ing automotive and motorcycle 
accessory dealers nationwide. 
But, if you can't find a local K & N 
dealer, write or call K & N. Or send 
$2.00 to K & N Engineering for your 
K & N Air Filter Catalogue. (Please 
specify "Motorcycle Catalogue;' or 
"Automotive Catalogue.’) It shows 
complete specifications, part num- 
bers and prices for K & N Air Filters 
and Accessories for your car, truck, 
motorcycle or off-road vehicle. The 
address and phone number are listed 
below. See for yourself...K & N does 
improve performance and filter better! 
















K & N Engineering Inc,. P.O. Box 1329, 561 lowa Avenue, Riverside, California 92502 (714) 682-8813 
CIRCLE NO. 41 ON READER SERVICE PAGE. 
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In Search of The Superstar 


€ MALCOLM RATHMELL: SUZUKI WORKS TRI- 
ALS RIDER, EUROPEAN champion 1974, sec- 
ond world ranking trialster 1976, British 
champion 1975-76, England's "Two- 
wheeled Supremo" 1978, and winner of 
the $10,350 Superbike-Six prize. 

The Superbike-Six competition pur- 
ported to unearth the top all-round motor- 
cycle sporting practitioner among 14 
contestants drawn from speedway, road 
racing, grass-tracking, motocross and tri- 
als—truly specialist sports in these days of 
heavily laden fixture lists with riders con- 
centrating on single issues. 

In years gone, racing moonlighters 
were not uncommon. Scramblers shifted 
comfortably in and out of road racing 
because they raced big single four- 
strokes all the time. Speedway experts 
turned to grass or road when spectator 
slumps hit their first-choice sport. Road 
racers rode tarmac one Sunday and grass 
the next if there was nothing doing in the 
road sphere. And one trials rider, named 
Geoff Duke, became something of a force 
around the road circuits. 

Nowadays, it's pointless and damn near 
impossible for riders to demonstrate ver- 
satility on road and dirt. Speedway, for 
example, is a 12-month occupation 
around the world, so stadium stars do not 
intrude on the road racing scene. Road 
racers in turn won't dream of compromis- 
ing their fine art with the rough-tumble of 
grass-tracking. And trials experts shunthe 
physical demands of motocross, fearful of 
muscle-binding their genteel touches. 

The division between road racing and 
motocross is drawn extremely plain and 
unmistakable, of course, but other demar- 
cation lines are less easily defined. 
Speedway riders have successfully taken 
to grass and grass-trackers transferred 
their loyalties without excess agony. On 
the trials side, there are some among the 
current group of aces who counted moto- 
cross a serious occupation in the past. 
Rathmell's own motocross experience 
actually included a Montesa ride in the 
250cc Spanish GP before. he turned to 
trials exclusively. 

Hoping to even everything up, SB-6 
organizers presented grass-trackers with 
a quarter-lap handicap on the 329-yard 
Wolverhampton speedway track and in- 
flicted half-a-lap deficit on speedway spe- 
cialists when the action shifted to Doning- 
ton Park and .the short, bumpy grass oval. 
Nothing was done about the apparent 
advantage enjoyed by the trials and moto- 
cross regulars on venues that were off 
permanent tracks. The two-and-one-half 
14 


day program included seven events. Be- 
sides the trials, grass-track and moto- 
cross competitions, a five-lap minienduro 
(with special tests) counted in the point- 
Scoring examination to determine the 
overall winner. Called an equalizing event, 
the enduro was one of two segments in 
which all 14 challengers entered. The 
other, and seemingly illogical, equalizer 
took the form of an eight-lap Donington 
kart race in 250cc Zip-Yamaha vehicles 
capable of some 130 mph. Perhaps Cliff 
Carr (formerly AMA road racer) and 
henchmen considered the hard-done-by 
tarmac talent at least deserved a chance 
to sample the hard stuff. 

For the remainder of the races (and 
trials course), riders were banned from 
their regular specialist action spots. Tri- 
alsters, therefore, were unable to reap 
advantage from their balancing expertise, 
motocrossers became scramble specta- 
tors, and so on through the list of five 
disciplines. Considerable effort went to- 
wards ensuring equality of opportunity— 
as far as same-make machines could 
guarantee. Kawasaki-UK provided KL250 
four-strokes for the enduro, Mitsui Ma- 
chinery mounted everybody on YZ moto- 
cross Yamahas, Antig-Bulatos comprised 
the grass-track field, active dealer-en- 
trants supplied MT125 Honda road race 
singles, and quality Bultaco Sherpas were 
paraded for trials duty. The only letdown 
came when the promised speedway 
Weslakes failed to materialize, leaving 
everybody frantically hunting down the 
best possible equipment, or anything they 
could find. 

SB-6 promoters and sponsors as- 
sembled a useful $30,000 purse as an 
inducement to the aces to temporarily 
abandon their one-track life-styles. Invita- 
tions pumped out to the Best of British 
champions, world or national, past or 
present. The enticements evoked varying 
responses and, as far as Barry Sheene 
was concerned, fell on unhearing ears. 
So too did Graham Noyce and Neil Hud- 
son (one and two in the British MX hier- 
archy) spurn SB-6 attractions, and their 
refusals left the motocross representation 
in the hands of Bryan Wade and Andy 
Roberton, men of deep experience rather 
than blinding brilliance. 

Captive road racers were headed by 
Phil Read, veteran of 38 years and eight 
world titles, and 1977 British Champion 
Roger Marshall. They were joined by Mick 
Grant, lap-record holder Isle of Man, and 
privateer Ron Haslan, champion of the all- 
out endeavor. 


Chris Baybutt and Don Godden provid- 
ed talent from the grass-tracks. Godden 
reigned as British Champion nine times, 
held à European 1000-meter crown at 
one time, and somewhere along the line 
put up the existing fastest lap on grass at 
81.04 mph. Baybutt, British flag-flyer on 
the Continental mainland, won the first 
Euro-GT championship in 1978 to place 
alongside four British titles in nine sea- 
sons of competitive tracking. 

Speedway boasted a healthy squad, led 
by 39-year-old Ivan Mauger, five-times 
World Champion, three-times world 1000- 
meter sand-track champion, and twice 
holder of half shares in the World Pairs 
Speedway championships. The Speed- 
way group also included Peter Collins, an 
ex-grass-tracker who bundled up the 
350cc British GT series of '71 and '72, and 
young Michael Lee, UK's youngest-ever 
champion at 18. 

The trials rider contingent merited the 
top-drawer description, embracing Rath- 
mell, Martin Lampkin and Mick Andrews. 
Between them they had won all things 
prestigious in trials: World, European and 
British Championships and the Scottish 
Six Days. The bookies' jungle telegraph 
rapped out odds making Rathmell the 
favorite, followed closely by Lampkin. 

Between signing contracts and enter- 
ing the action, the SB-6 champs either 
practiced alien activities or did nothing at 
all out of the ordinary. A couple, Grant 
and Wade, bought speedway bikes and 
practiced on local tracks. Godden and 
Baybutt took road racing tutorials at the 
Brands Hatch and Cadwell Park schools; 
Baybutt went whole hog by entering 
minor motocross events and scrounging 
rides during the second halves of Wolver- 
hampton speedway meetings. Lampkin 
confessed to nagging doubts over road 
racing, but he planned to take the shale 
stuff in his stride, since he was once a 
second division speedway performer. Mr. 
Read reckoned he would "rely on natural 
ability," while Mauger was in no position 
to comment, as he was otherwise en- 
gaged arranging 1979 speedway affairs 
with Jawa in Czechoslovakia. Andrews 
was also on foreign soil, running a trials 
school in Spain and France and develop- 
ing a trials 310 for Ossa. Offroaders unan- 
imously voted road racing the activity 
most likely to produce .painful get-offs, 
and all 14 expressed 100 per cent deter- 
mination to win races and lay siege to the 
$10,000 top prize. And with commend- 
able restraint, not one listener opined 


(Continued on page 142) 
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The Duct Tapes 


There You Go 


€ THE TRAIL RIDERS OF HOUSTON 
called and said they'd sure 'preciate it if I'd 
haul my butt out to Texas and ride their 
Caney Creek enduro which they modestly 
described as the best enduro in recorded 
history with the possible exception of the 
1935 Jack Pine. Well, my biased opinion is 
that Sandy Lane is the best enduro in 
recorded history with the possible excep- 
tion of the 1971 Pope Branch Swamp 
trauma which I still have nightmares about 
every time | get my feet tangled in the 
bedsheets. 

The only thing | had planned for that 
‘weekend was waxing the van. This makes 
178 consecutive weekends | have come 
up with a valid, very valid, excuse for not 
waxing the van. 

The TRH promised me a plane ticket, a 
motorcycle to ride and all the Coors | 
could drink. | would have settled for two 
out of three for the furtherest west I’ve 
ever been was John Penton's backyard in 
Amherst, Ohio. All they asked was that | 
pass out the trophies at the Texas Cham- 
pionship Enduro Circuit banquet on Sat- 
urday night and hobnob with the 500 or so 
tapeworms who read this column. Heck, 
no one in the East Coast Enduro Associa- 
tion even talks to me any more for fear I'll 
write something disparaging about their 
riding partner and they'll get blamed for it. 
The truth is that the only one | write 
disparagingly of is Mel Downs, who de- 
serves it. Who else but Melvin would walk 
up to a rider clocking in at an emergency 
check four seconds the wrong side of his 
minute and turn the guy's ignition off? Just 
Mel's idea of fun, like putting firecrackers 
in the ears of sleeping drunks and swap- 
ping master links stashed on the clutch 
cables of unattended motorcycles. 

Friday night Hap Henderson met me at 
the Houston airport, a vast facility dedi- 
cated to the joy of walking. designed by 
someone with a son-in-law in the cement 
business. Hap recognized me instantly for 
| happened to be the only one getting off 
the flying machine with an orange Bell 
helmet strapped to an overnight bag in 
one hand and dragging a Barbour jacket 
by the belt with the other. On the long trek 
to the parking lot | gradually dropped 
behind and when Hap had me by a wheel 
he offered to carry the jacket. It almost 
jerked his eyeballs out for it is loaded with 
27 pounds of tools, motorcycle parts, 
insect repellent, Dydee Wipes, every size 
hose clamp there ever was, malted milk 
balls in various stages of decomposition, 
a handful of enduro blanks which on 
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occasion are priceless, and a snaggle- 
tooth Bultaco countershaft sprocket I’m 
saving for the next dog that gives me a 
hard time. 

A few miles further | said, "If га known 
we were going to walk this far I'd of left 
that there jacket and brung the bike." 

"There you go," Hap said. 

After another league or so Hap asked, 
"What size boot you wear?" 

“It was size nine when | got off the 
airplane, but | do believe they're wore 
down to about size five right now." 

"There you go," Hap said. 

| wasn't exactly expecting a buckboard 
and a pair of mules, but | wouldn't have 
been surprised if we had a Ford pickup 
with a .270 in the window, an eight-track 
of Charley Pride in the dash and a Colt 
single action threaded on the shift lever. 
Instead, Hap opened the side door of a 
small building and directed me to the 
back bedroom. Alongside the bed was a 
$40 cooler full of, yep, Coors. Hap walked 
past the bathroom and kitchen, sat down 
in a living room chair, shoved an ignition 
key into the mantlepiece and drove off. No 
way did | expect to be travelling in a 
vehicle that had more silverware than my 
house back home, but I'll tell you some- 
thing: you can get used to it real quick. 

Saturday morning | arose at dawn to 
enrich the soil with nitrogen and got two 
severe shocks when | stepped outside. 
The first shock was that it felt like I'd 
stepped inside a clothes drier full of wet 
terry cloth towels; the second was that | 
thought | was back in New Jersey. Here | 
was in a pine forest when | was expecting 
sage-covered desert where you could 
squint your eyes and see the next two 
checkpoints and the gas stop. | had 
horned toads promised to ten people, and 
here | was leaning on a raw 2 x 4 trying to 
find space for my bare feet between the 
damn pine cones. Well, I'll find something 
to bring back, | thought. They made so 
many cowboy movies out here that the 
trails must be COVERED with .45 Colt 
blanks and tore-off spurs and knocked- 
out horses' teeth. 

The ride Hap had got me was a Husky 
175 with the late crotch-ripping suspen- 
sion and: wide, wide, handlebars: the hot 
set up for close-together bumps, the cold 
set up for close-together trees. We spent 
most of Saturday arrowing road crossings 
with WRONG markers and it was a bit 
scary to be wandering around a perfectly 
good three-lane highway with absolutely 
zero traffic; they must only have to repaint 


the white lines every 200 years. Back east 
we have more traffic than this into the 
Ukrainian Odd Fellows cemetery. 

Hap ran us up one steep, greasy slope, 
not on the course, and | demonstrated the 
Freemansburg Fumble which is when 
your motorcycle sets fastest time of the 
day while you're standing at the bottom of 
the hill waving goodbye to it. I'd slid off 
because l'd been sweating so much the 
imbedded dirt in my dungarees had 
turned to mud, plus Га lost all the strength 
in my hands from playing bongo on the 
trees with my knuckles. | asked Hap for a 
hacksaw so | could circumcise the han- 
dlebars, but he told me that Gene Brady 
was going to let me use a 250 Honda with 
the bars cut down two octaves. 

Saturday night's barbecue banquet 
went smooth enough with all the appropri- 
ate trophies going to the right people, but 
the heat had me staggering and the tro- 
phy girl looked like she'd pulled a train 
uphill. | had to beat the Mediumweight B 
riders off her with the microphone. None 
of those lovely Texas girl riders got a 
trophy unless they kissed me first, which 
was a small price to pay for the good- 
looking hardware they were hauling 
home. Ray Pool was the star of the eve- 
ning, running the gamut of emotions from 
H to Z. Judging by the audience reaction 
and the look in his wife's eyes а say Pool 
was the best-loved man in Texas. As 
contracted, | shook hands with a lot of 
folks who recognize.superb writing when 
they read it until the TRH folded up all the 
chairs and threw us out. 

The Caney Creek enduro started out 
being a tough run; we had to hike our gas 
cans about a mile down the road. Some of 
the smarter guys took their pickups, anda 
lot of us dumber guys swung aboard 
without being asked; | hopped a ride back 
on an empty bike trailer, hanging onto the 
tie-down straps like Ben Hur in his chariot. 
Riding on a trailer is a great way to see 
everything and Га still swear | was in New 
Jersey. Same old layout: all the capitalists 
with their mobile homes in a high-rent 
subdivision at one end of town, the slum 
section full of old pickups with broken 
springs and bald tires, and the middle 
income vans and beach chairs in be- 
tween. The only thing they all had in 
common was wire milk crates. 

After Gene checked me out on the 
battery-powered enduro timer | rode over 
to take the sound test which didn't worry 
me a bit as | was panting louder than that 

(Continued on page 151) 
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Café 7 
classy coffee 


Café 7 will impress the most 
sophisticated tastes. Just add 1% oz. of 
Seagram’s 7 to a cup of your favorite 
coffee. Add sugar to taste and top with 
whipped cream. Now that's classy coffee. 
Enjoy our quality in moderation. 


Seagram's 7 Crown 7 


К Where quality drinks begin. 
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All-American Dream 


€ All-American Dream: Most contests 
have strings attached: slap down your 
money and take a shot at winning. Harley- 
Davidson has a different view of what a 
contest should be. They want to give 
away a 1979 Harley-Davidson Sportster 
and a 1979 Chevrolet Corvette—nothing 
to buy, no strings. This matched set was 
designed by Willie G. Davidson. The 
custom Butch Brinza paint job on the 
Corvette consists of ten coats of primer, a 
base coat of Black Pearl, several coats of 
Candi Root Beer and six coats of clear 
lacquer. Harley-Davidson logos and red 
pinstriping accent the bike's paint job. 
Both machines come loaded with ac- 
cessories. The Sportster has a sissy bar 
with back-rest pad, chrome footpeg end 
caps, a right-hand rear-view mirror, an air- 
cleaner grille, a chrome oil cooler with 
cover, Eagle A/T tires with raised white 
lettering, an oil-filter kit, hi-way pegs, a 
chrome timer cover, gold-finished “1000” 
and "Sportster" medallions, chrome pas- 
senger peg end caps and the custom 
paint and striping. The Corvette options 
include an electric rear window defogger, 
air conditioning, sport mirrors (left hand 
remote and right hand manual), automatic 
speed control, tilt telescopic steering 
wheel, an AM/FM stereo with CB radio 
and power antenna, dual rear speakers, 


power windows and door locks, a conve- 
nience group, American Racing 13 x 8 
"Vector" custom wheels, GR60-15 Dayto- 
na XS radial tires and the custom paint job. 

Harley-Davidson wants to give away 
this matching pair. What do you have to 





Five Nations World Cup of Road Racing: 
Did you ever see one of those Western 
movies made in Italy? There's more gore 
and gunfire per frame than your Holly- 
wood variety, to say nothing of icy stares 
and snarly lips. Now motorcycling has the 
Italian answer to the Anglo-American 
Match Series. 

The 1978 Italian production featured 
round-robin team racing. At Imola there 
were four national teams (US, GB, France 
and Italy) and a catch-all (“Тһе Rest of the 
World”); each team had seven riders in- 
cluding a captain. Kenny Roberts led the 
US team composed of Mike Baldwin, Skip 
Aksland, Wes Cooley, Randy Mamola, 
Dale Singleton and Rich Schlacter. 

When the Friday practice began, the 
American cast was in disarray. Schlac- 
ter’s bike had been stranded in New York 
city; Baldwin’s TZ750 was running on 
three cylinders; Aksland fought off mono- 
shock problems; Mamola and Cooley 
faced super-rich carburetion; and Rob- 
erts was burning down tires. But in the 
process KR blazed an absolute lap record 
of one minute, 55.51 seconds. 

On Saturday the American company 
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really got rolling. Baldwin had rebuilt his 
engine, Schlacter’s scooter arrived, and 
the Americans faced "The Rest of the 
World" in the first six-lap qualifying race. 
Roberts, no surprise at all, won; Baldwin 
was second, to the astonishment of a lot 
of fancy European names. Having dis- 
patched the "World" team, the Yanks in 
their next round pounded France. Rob- 
erts and Baldwin spearheaded the one- 
two attack; only Patrick Pons in third 
broke up the American juggernaut, as 
Aksland and Mamola tailed Pons home. 
This left the Americans out front in the 
series—though cheers turned to groans 
when Baldwin's engine broke a crank. 
Roberts took care of that problem by 
loaning Mike an official KR unit, which 
Baldwin quickly installed before the 
US/GB confrontation. 

The expected duel between Roberts 
and Barry Sheene developed in the An- 
glo-American scrap, and after exchang- 
ing the lead with Barry, Roberts relegated 
Sheene to second, while Baldwin thrust 
past Aksland to nab third. The Italians 
were the next victims. Again Roberts and 
Baldwin hammered home one-two; 


do? Just guess the exact retail value of 
both, and you're the owner of a new 
Sportster and a new Vette. Official entry 
blanks and rules are available at par- 
ticipating Harley-Davidson dealers, and 
all entries must be in by March 15, 1979. 








Granziano Rossi got around Aksland and 
Virginio Ferrari for third while Wes Cooley 
and Randy Mamola raced for sixth and 
seventh. At the end of the qualifying day 
the Americans trailed the "World" team 
(led by Gregg Hansford and Johnny 
Cecotto) 1126 to 1094, while GB pulled up 
third with 838. 

Americans got to grips with the "World" 
team in the first of two 10-lap final races. 
Roberts was gone before the start with a 
broken clutch, so Mike Baldwin took the 
win. Aksland's second-place dice with 
Cecotto ended when a broken clutch 
parked the South American, after which 
Hansford came through to finish second. 

The last race of the day headlined 
another Anglo-American tussle with 
Roberts and Sheene. The pair swapped 
the lead every lap until the last one. Then 
Roberts discovered he had no front brake 
atthe ultra-fast Tosa curve, and he tossed 
the Yamaha down the road, escaping the 
spectacular get-off with only a few 
bruises. Sheene won, Baldwin was sec- 
ond and Skip nailed down third. 

After two days of Imola racing, the 
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THE R65. 





"Balanced Performance? 
part four. 


BMW proves that bigger 
isn't always better. 





For some years now, as mo- 
torcycles have grown larger and 
larger, there's been a pressing need for 
a high-quality motorcycle in the 
mid-size market. 

With the new R65, BMW 
fills that need. Because it offers riders 
the traditional BMW strengths — our 
unique "balanced performance,” our 
well-known quality construction — all 
in a high-performance, downsized 
package. 

'The R65 not only looks like a 
mover, it goes like one, too. Cycle 
World covered the % mile in 14.31 at 
92.49 mph. 

It'sa fine sports motorcycle, 
with the low end torque our engi- 
neers deem 
so essential 
= to true 
over-the- 
road per- 
formance. 

be SS It'sa fine 
touring machine, with its long-travel 
suspension and superior ergonomics. 
And it'san excellent way for a rider 
to move up to a BMW without 
having to reach so far down into his 
wallet. 

Because the R65 is smaller 
than our other motorcycles, it is also 
more compact, lighter, and feels even 
more nimble — making it ideal for both 
men and women. And yet, because it 
is lighter, we have been able to create 
a suspension system with all the long- 
travel and bump-swallowing charac- 
teristics our larger machines are so 
famous for. 

A special instrument nacelle 
keeps the view up the road unclut- 
tered, so the rider can focus, without 
distraction, on the task and pleasures 
of riding. Lighting is superb, with a 
powerful quartz-halogen headlight, 
and a big, two-bulb taillight — so you 
can always see and be seen. | 

The R65 features cast alloy 
wheels which offer not only superior 
strength and low unsprung weight, 
but also have a special rim design that 
provides stability and control in the 








event of a sudden flat tire. 

Naturally, the R65 has shaft 
drive, and this year, there's a new tor- 
sion damper in the drivetrain between 
the gearbox and rear drive — to smooth 
out the extremes of braking and accel- 
erating forces. (We pioneered the shaft 
drive concept. And created the first 
motorcycle with telescopic suspen- 
sion.) Shaft drive is quite unique in the 
R65's class. And a pleasure to own. 
No grease, no adjustments, less noise. 


There’s more to the BMW 


“balanced perfor- 
mance” concept than shaft 
and suspension. The R65 is con- 
structed with many cast alloy parts 
for lighter weight, and the 
horizontally-opposed twin keeps en- 
gine weight low. The result is super 
performance, handling and maneuver- 
ability for a motorcycle of 650cc. 

Of course, the R65 has also in- 
herited the engineering simplicity of its 
big brothers. Which means it is easy to 
maintain, no matter where your travels 
take you. And they can take you as far 
as you want to go, since the R65 is de- 
signed to carry BMW’s full-size touring 
saddle bags. 

The R65 comes with more 
than just our praiseful words, too. It 
comes with a 12-month, unlimited 
mileage warranty. When BMW makes 
а motorcycle, it makes a commitment 
to your riding pleasure. 

Go to your nearest BMW 
dealer and ask to see the new R65. It’s 
available in Bronco Metallic, Silver- 
Beige Metallic, Light Red Metallic. 

And if there’s a crowd around 
it, don’t be surprised. Because this new 
generation BMW is bound to generate 
a good deal of enthusiasm among riders 
who know a good thing. 

The BMW R65. It joins the 
R80/7, R100T, К1005, R100RT, and 
R100RS as one of the truly outstand- 
ing motorcycles being offered today. 
Don't miss it. 
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Enduro Jackets 
Sportshirts 
Star Gloves 

All Nylon Pants 
Enduro Boots 
Goggles & Face Masks 
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There isn't an 
inch of you 
malcolm smith 
hasn't thought of. 


(And in Mike Bell's case, that's 75!) 


Our entire line of quality 
sports apparel is available 
at your local dealer. 


Our retail catalog of over 
100 pages of street and dirt 
accessories is $3.00 from: 


MALCOLM SMITH 
7563 Indiana 
Riverside, Ca. 92504 


Think of quality and 
you'll think of us! 
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Put Your Money Where Your Bike Is 


New Fare: Silhouette Fairings announces 
its new fork-mounted fairing designed to 
fit the Honda CX-500. According to the 
manufacturer, the patented resilient 
mounting method provides riding comfort 
heretofore available only from heavy, 
frame-mounted fairings. Like other Sil- 





houette fairings, it fits with no modifica- 
tion to the bike and can be quickly 
installed. Silhouette has fairings to fit 
every make of road machine. For informa- 
tion, write to Silhouette Fairings, P.O. Box 
1672, Martinsville IN 46151. 

CIRCLE NO. 1 ON READER SERVICE PAGE 


Dirt-Stoppers: Two new filter oils come to 
us from PJ1 Corporation. The manufac- 
turer claims "Spray On" Air Filter Oil (for 
use on fabric filters) will save money by 
eliminating the waste and mess of 
squeeze-on application. A 15-ounce can 


کک 


Shop size 


costs about $3. Its companion, PJ1 Foam 
Filter Oil, has a tacky, dirt-stopping for- 
mula that holds dirt on the filter until it is 
cleaned off. A 16-ounce bottle sells for 
about $1.75. PJ1 Corporation, 5955 De 
Soto Avenue, Woodland Hills CA 91367. 


CIRCLE NO. 2 ON READER SERVICE PAGE 
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Finger Fix: Now available from Sifton Mo- 
torcycle Products are Harley Big Twin 
Clutch Finger Restoration Kits. Each kit 
includes: friction plate, heavy-duty steel 


backing plate, pins and studs. For infor- 
mation and prices, write to Sifton Motor- 
cycle Products Co., Inc., 943 Bransten 


Road, San Carlos CA 94070. 
CIRCLE NO. 3 ON READER SERVICE PAGE 





Drag Yer Load: Cycle-Kamp offers the 


` tourer their new Kargo Utility Trailer, with 


a holding capacity of 300 pounds. Con- 
structed of strong, durable fiberglass, it 
has a welded steel frame and hitch cou- 
pler, a double-leaf spring suspension with 
shackle coupler and 4.80 x 8 nylon tube- 








less tires. Standard features include: 
fenders, stabilizer, split-bumpers, hub 
caps, motorcycle hitch and locking 
latches. Available in many colors; price is 
about $445. Check your dealer or write to 
Cycle-Kamp Inc., 1341 Blue Gum Street, 


Anaheim CA 92806. 
CIRCLE NO. 4 ON READER SERVICE PAGE 


Out-a-Sight: Protect your bike from rain, 
snow and sticky fingers with the new 
Vetter Cycle Cover. It fits shower-cap style 
over fairing and seat, keeping them dry 
and safe. Made of aluminized rip-stop 
nylon, itis, Vetter claims, tough enough to 
resist tears from sharp edges and light 





and small enough to fold up and slip into a 
fairing pocket. The adjustable drawstring 
fits it to almost any bike. Want to know 
more? Talk to the folks at Vetter Fairing 
Company, 1150 Laurel Lane, San Luis 


` Obispo CA 93401. 


CIRCLE NO. 5 ON READER SERVICE PAGE 


Wing Springs: Got a Honda GL1000? 
Number 1 Products has Honda Gold Wing 
fork springs for you. According to the 
manufacturer, these “Trickit” progressive 
fork springs are designed specifically for 
the Gold Wing’s best possible perfor- 





mance. They are made from high-tensile- 
strength wire for maximum service life 
and are priced at about $20 per pair. Write 
to Number 1 Products, Inc., 4931 North 
Encinita Avenue, Temple City CA 91780. 
CIRCLE NO. 6 ON READER SERVICE PAGE 


23 





25 YEARS AGO 





Those Thrilling Days of Yester-Page! 


€ THIS MONTH BEGINS A NEW FEATURE in 
Cycle. Since the magazine began in April, 
1950, it has been part of, and witness to, 
the most stunning developments in mo- 
torcycling. We've witnessed technologi- 
cal advances, racing history, and the 
awesome rise of the Japanese motorcy- 
cle industry. And Cycle has changed too. 
In 1954 Floyd Clymer was publisher and 
Bob Schanz editor. Cook Neilson was 
nine years old, Phil Schilling was race- 
tuning bicycles in Bippus, Indiana, and 
Gordon Jennings had just applied for 
social security. Return with us now to 
those thrilling days of yester-page 25 
years ago! 


JANUARY, 1954 (43 pages) The cover 
showed a Zundapp Boxer, "Sensation of 
the Frankfurt Show." Thefifteen cubic-inch 
opposed twin churned out 18 horsepower. 
Cycle described the enclosed-body- 
model as having “a pleasing appearance 
and one that we predict will be widely 
copied by other makers in the near 
future." . 

Floyd Clymer's "Publishers Column" 
noted one trend that was a little more 
durable than the enclosed body: "The 
increasing interest in lightweight cycles is 
a good indication of the future growth of 
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the motorcycle industry. . . . Let's hope 
we shall see more and more of them in 
use as the years roll by." 

Mail Pouch was a forerunner of today's 
Letters column. In reply to a letter asking 
for more features on the Indian Brave, 
Editor Bob Schanz replied: "We dig you, 
Don and think Braves are the greatest. 
The March, 1953 Cycle had a real George 
pile of words on chain care and maybe 
you should get hep to the Indian Brave 
road test in the July, 1952 issue." 

An ad appeared on page 35 advising: 
"Ride a Tandon Kangaroo 200cc Com- 
petition Scrambler. Only $495." Evidently, 
no one did. 

As of January 1, 1954, all motorcycles 
in California were required by law to have 
a rear view mirror. This horrible law 
prompted a letter from Lee Lamascus of 
Los Angeles: "Any experienced cyclist 
knows of the danger inherent in such a 
mirror. First, the mirror is completely inef- 
fective except when the bars happen to 
be perfectly lined up with the frame. Sec- 
ondly, the mirror will tempt riders to ne- 
glect the present practice of turning their 
head around (the only safe way) to get a 
clear and sure view. Thirdly, the whole 
idea is impractical. How many mirrors 
does one see that are not cracked, dirty, 
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or misaligned after a short run?" Thanks, 
Lee. We knew it would never work. 

A short note on page 29 explained why 
there was no road test that month. Turned 
out there was some difficulty in obtaining 
a stock NSU Max. Should something simi- 
lar happen today, we're sure we could 
come up with a more inventive excuse. 

It was also noted that Harley-Davidson 
had just celebrated its 50th anniversary. In 
an address, William H. Davidson touched 
upon an issue which would resurface 25 
years later: "| am happy to say that Harley- 
Davidson is holding its own against for- 
eign motorcycle competition. We have 
already demonstrated quite convincingly 
to our British, German, and Italian motor- 
cycle competitors that Harley-Davidson 
can't be licked simply by a price advan- 
tage in favor of foreign producers." 


FEBRUARY, 1954 (43 pages) The Pub- 
lisher's Column carried the sad news: 
"Thousands of Indian riders, loyal enthu- 
siasts, and dealers will hear with regret 
the recent announcement by the Indian 
Company that no Indian motorcycles will 
be manufactured in 1954. . . . It seems a 
pity that the name of Indian, America's 
first motorcycle . . . should come to what 
appears to be the end of the trail." 
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Fast and Steady Wins the Race Dept: In 
another newsy column came a report that 
NSU racing engineers had been studying 
fuel consumption of racing motorcycles 
and had discovered the following: “Соп- 
sistent fast riding absorbs less fuel than 
continuous braking and quick accelera- 
tion after slow curves. Furthermore, the 
first class rider who handles the machine 
evenly and fast uses much less fuel than 
his stablemate riding the machine in a 
jerky, unsteady manner. It almost seems a 
curiosity that the winner who shows the 
best average speed usually shows the 
lowest fuel consumption." Anybody heard 
of the Kenny Roberts Economy Run? 

Don Vesco Are You Listening Dept: In a 
letter commenting upon the differing stan- 
dards of the FIM and AMA for land speed 
record motorcycles, Emmet Moore of 
Springfield, Massachusetts wrote: “ 
the present world motorcycle record of 
180 mph is held by a 500cc supercharged 
machine. . . . it seems only a matter of 


time until some well-heeled 'dragster' 
mounts an 'Offy' in a frame and blasts all 
motorcycle records to bits." Vesco re- 
cently roared 333 mph in a streamliner 
powered by a pair of turbo-charged Ka- 
wasaki KZ1000 engines. 

The cover shot of the eight-cylinder 
Indian involved an article entitled “One 
Man's Horsepower”. Bill Drabek of Kings- 
ville, Texas decided his old Indian Four 
wasn't too reliable any more, and "didn't 
have the poop” he desired. So he 
dropped in a 136-inch Ford V8, hooked it 
up to a 90-degree angle drive gearbox 
and a Harley-Davidson four-speed trans- 
mission and clutch. Conventional chain 
drive was retained. 

Speed? Gawd, yes! The nine-foot 965- 
pound machine had never been flat out, 
but Bill had it up to 95 once—wound out in 
the second of its four gears. Evidently that 
was enough poop for him. The article 
went on to note that the novel teardrop 
hubcaps on the front wheel formerly 


served as chrome gas tank covers on a 
125cc Servicycle. 

One letter to the editor provided an- 
other in a long line of examples of what 
happens when a front tire blows out: “My 
1950 model Triumph Speed Twin. . . will, 
after dropping to the pavement at 70 mph 
with both tires flat and both rims bent, roll 
to astop in exactly four city blocks without 
going down.” Wonder how many times he 
repeated the experiment... . 

Road test for February was the 250cc 
NSU Max. One of this street machine’s 
particulars sound like one of the hottest 
setups in today’s motocross competition: 
“The pivoting (rear) fork is deceiving . . . 
since there are no bulbous hydraulic units 
flanking the rear mudguard . . . But actu- 
ally, it is a true swinging arm with a single 
compression and rebound spring unit 
plus a hydraulic dampener enclosed 
within the frame just below the seatpost." 
And we thought Yamaha's Monoshock 
was a new device! —Bill Stermer 









Universal 
is the insurance 
that rewards you 
- with big 
discounts? 


E “Insuring ® 
. vehicles since | 
_ 1922 


Give me the facts on how one discount 
can save me big money, two discounts 
even more, three discounts more yet, and 
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CYCLE SNAP IMPRESSION 





RAWSARI RZI300 - 


@ IF YOU THOUGHT THE HONDA GL1000, 
Honda CBX and Yamaha XS Eleven em- 
bodied extremes of weight, width, power, 
intricacy, comfort and performance be- 


beyond which the-Japanese manufacturers 


would be reluctant to attempt to go, 
you've got another think coming. Ka- 
wasaki, whose Z-1 switched from weapon 
to target in early 1978, introduced their 
KZ1300 to the American press late in 
November... During- preliminary testing in 
California and several short, high-speed 


rides through the Nevada desert, the 1300 
left an overwhelming impression of easy 
long distance capability. The biggest Six 
cruises at the speed of your choice for as 
long as you want; runs mile after mile at an 
indicated 141 mph with no overheating 
and no straight-line instability; feels imper- — 
vious to blasts of wind-spinning off the 
sides of oncoming semis; and, wins.this«s«eeceem 
year's award for weight and complexity 
above and beyond the call of the sales 
department. (Continued on:page 28) 














Meet the bike that ate Hamamatsu. Kawasaki's 
brand new KZ1300-Six is the biggest motorcycle 
in the history of Japan, and with an engine 

full of chains, bevel gears, power take-off 

shafts, tensioners, idlers, emission control 
devices, harmonic balancers and drive line 
shock absorbers, it is also the most complicated. 
OK, but does it work? Betcher life. 
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KAWSARI RZ1300 


At 710 Ibs. fully watered and gassed, 
the KZ1300 is 57 pounds heavier than a 
Honda GL1000, 111 pounds up on a 
Honda CBX, 109 beyond a Yamaha XS 
Eleven and 105 heavier than the new 
Suzuki GS850 shaftie. Beyond the kind of 
suspension stiffness we have come to 
expect from bikes with extra-wide en- 
gines, and beyond the price in fuel con- 
sumption and tire wear that's always 
extracted by bulk, the biggest KZ is for the 
most part a functional masterpiece. Four 
Cycle staffers thus far have commented 
on the bike's exceptionally pleasant seat- 
ing position. Its six-cylinder engine, 
equipped with a vibration damper, is 
yards ahead of the CBX is terms. of cruis- 

















Visible in the upper 
cutaway is part of the 
1300's harmonic bal- 
ancer, attached to the 
left end of the crank- 
shaft. In the lower 
photo, note the im- 

` mense size of the 
Six's clutch. Engine- 
radiator package 
weighs in at 286 Ibs. 
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ing smoothness—only the occasional 
GL1000 engine produces a softer buzz. 

The weight of the 1300’s engine is 
about 286 pounds, or. about 50 pounds 
more than either the GL or the CBX 
engine. It's a heavy engine because of 
necessary complications introduced by 
emissions and noise control, by water- 
cooling, by displacement and by the con- 
figuration itself. One-piece camshafts, 
powered by a Hy-Vo-type chain running 
off the jackshaft, move 34.5mm inlet and 
29.5mm exhaust valves 8mm and 7.5mm 
respectively. Inlet valve opening—20° 
BTDC—is 10° more conservative than 
that used in the KZ1000, but all other cam 
timing details are the same, and buckets 
and shims are interchangeable between 
the two models. 

The emphatically undersquare (62mm 


D. 





x Timm bore and stroke) Six has a one- 
piece, plain-bearing crankshaft, which 
features a centrally-located sprocket driv- 
‘ing the jackshaft through an automotive- 
width Hy-Vo-type chain. On one crank 
end is the alternator; a harmonic balancer 
is on the other. Overall engine width is 25 
inches—1.6 inches more than a CBX. 
The jackshaft serves a multitude of 
purposes. It accepts the chain from the 
crank; it loops a chain of its own back to a 
sprocket inboard of the clutch; it powers 
yet another chain, this one running up to 
an additional, smaller shaft which handles 
ignition timing and pumps the water; and 
it drives the chain that turns the cams. 
The carburetors are a set of 32mm, 
two-barrel Mikuni Constant Vacuum in- 
struments, mounted tightly together on a 
(Continued on page 32) 
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Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 








The fire-breathing new Honda CR125R 
Elsinore™ is here! It'S more than a 
works bike replica. The 24 horsepower* 
six-speed CR125R is the closest Honda 
ever to a production works bike. Be- 
cause like the RC125 factory machines, 
its got one-of-a-kind engineering 
features you won't find on any other 
box-stock 125 motocrosser. 
23-Inch Front Wheel: Just 


н 9 one of Honda's exclusive engi- 


IN neering advantages. The total-con- 










signed around the 23-inch front 


y FN wheel. This new wheel tracks 
4 ~ like nothing you've ever 
#4 є 

P 





a» 


- 
p” 


cept CR125R has been specially de- 


experienced. And its large diameter 
really helps it float over rough terrain. 
Claw-Action Tires: A totally new 
Honda design in motocross tires. These 
sticky tires really track on the hard 
stuff, yet flex inward at the tread center 
to claw and grip soft dirt for increased 
traction. And only Honda has them. 
GP Reed™Valve: The specially de- 
signed, lightweight grid-pattern reed 
petals respond more quickly to help 


deliver a broad powerband. Another 


Honda-only feature. 

Of course, there's a lot more to the 
new CR125R.In the engine you'll find a 
durable, hard-chromed bore. And CD 
ignition. The frame, swingarm and 
= handlebars are chrome-moly 


— 





steel. Leading-axle front forks and lay- 
down, inverted, gas shocks in the rear 
both deliver 11 inches of suspension 
travel. Both brake backing plates are 
magnesium and the rear brake is full- 
floating. The lightweight kickstarter, 
and forged triple clamps are all 
aluminum. And the countershaft is 
located only 64 mm from the swingarm 
pivot to eliminate the need for 

a chain tensioner. 

Go see your Honda dealer today, 
and check out all the red-hot details 
on the sizzling new 1979 Honda 
CR125R. Then start cookin: 


* SAE net taken at the crankshaft. 


Wear a helmet and eye protection 
when riding. Operator use only. CRs are 
designed for motocross use only and are sold 

“as is” without warranty. Model availability may be 
limited. For free brochure, write: American Honda 
Motor Co., Inc., Dept. C29R, Box 50, Gardena, CA 
90247. See Yellow Pages for Honda dealer. 

(©) 1979 American Honda Motor Co., Inc. 


HONDA 


GOING STRONG! 


CIRCLE NO. 51 ON READER SERVICE PAGE. 





rack well inboard of the riders knees. 
Throttle response on the three bikes we 
rode was excellent, and although flow to 
the outboard cylinders seems tormented 
at best, there is obviously no shortage of 
horsepower. In a roll-on against a brand 
new Kawasaki KZ1000, the 1300 gave 
away some distance up to 100 mph—and 
then reeled it all back, plus more, between 
100 and 130 mph. Because of the en- 
gine's extravagant displacement and long 
stroke, the red line is set at 8000 rpm, 
which delivers ground speeds of 54.8 
mph in first, 75.3 in second, 98.2 in third, 
117.0 in fourth and 135.0 in fifth. Since the 
engine is willing to rev way beyond 8,000, 
the new Six can be considered a member 
of that elite club of high-performance 
motorcycles which can exceed the na- 
tional speed limit in every gear in the box. 

Even though it sets new Japanese rec- 
ords for length, weight and technical 
ornamentation, the 1300 is not the dou- 
ble-handful in traffic that you would imag- 
ine. The emphatically-lowered seat allows 
feet to reach all the way to the ground, 
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KAWASAKI KZ1300 
Engine type DOHC water-cooled 
in-line six; two valves per 
cylinder; shaft-drive 
Bore and stroke 

(2.44 x 2.80 in.) 

Piston displacement 
(78.5 in.) 
Compression ratio .. 9.9:1 (full-stroke) 
Carburetion (3) Mikuni BSW32 
two-barrel 


Bhp @ rpm (claimed) 


@ 8000 rpm 

Torque @ rpm (claimed) 
Ibs/ft @ 6500 
Wheelbase 1587mm (62.48 in.) 
Rake/trail .... 28.5°/102mm (4.02 in.) 
Fuel capacity 5.63 gal. (21.3 liters) 

Curb weight, full tank 

(322.1 kg) 
Dunlop Gold Seal F8, 
tubeless, MN90-18 
Dunlop Gold Seal 
K100M, tubeless, MT90-17 
12V 20AH 
Gear ratios, overall (1) 11.20 
(2) 8.14 (3) 6.25 (4) 5.24 (5) 4.55 


Tire, front 


Tire, rear 





which offsets some of the effect of the 
bike’s weight. Gear engagement is crisp 
with a hint of notchiness, clutch action is 
steady and linear, and carburetion is 
even. Complaints? There is quite a bit of 
low-speed drive-line lash, brought about 
by the power characteristics of the engine 
and the number of shock absorption de- 
vices between the crank and the rear 
wheel. The 1300 is somewhat less than a 
cinch to get up on its centerstand. There 
is a certain heaviness to the bike’s steer- 
ing, resulting from its fork angle (at 28.5 
degrees, the Six has 2.5 degrees more 
rake than the KZ1000), which in turn is 
brought about by its offset front axle. Our 
test bike has had some difficulty with one 
of its fork seals. And for touring riders who 
get flashy in the mountains, the KZ1300 
will provide less than state-of-the-art cor- 
nering clearance. 

Overall, however, our snap impression 
of motorcycling’s newest Extravaganza- 
maton is a positive one. It is a big, heavy, 
long, doubtless expensive, speedy, 
smooth, complicated touring rig with an 
emphasis on function. Next month we'll 
have a complete road test on this 
beastliest of all beasts. © 
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IMPORTED CANADIAN WHISKY-A BLEND - 80 PROOF - CALVERT DIST, CO., N.Y.C. 


Wherever you go, it's moving fast. What's 
behind its super success? Super lightness, 
superb taste. If that’s what you're after, 
make the run to Lord Calvert Canadian. 


Follow the Canadian Superstar 





€ PLENTY OF THE MOTORCYCLES WE TEST 
are good enough, on balance, to be 
worthy of the famous (and mythical) Cycle 
Seal of Approval. Suzuki's new GS850, by 
virtue of conspicuous merit displayed in 
all the standard categories of evaluation, 
easily earns the Seal—with laurel clusters, 
which is an award our jaded test riders 
bestow on a motorcycle they judge to be 
simply, totally and supremely nice. Not the 
fastest thing on two wheels; not abso- 
lutely the best handling; not the most 
comfortable. Just perfectly nice, in ways 
that make you want to ride when the 
weather report says you shouldn't and 
leave you with a warming residue of regret 
long after the days of riding are done. 

You may be thinking, as we did, that 
Suzuki should have developed the GS850 
from the GS1000 instead of basing it on 
the GS750. Shaft-drive machines do carry 
more weight than their chain-gang breth- 
ren and the lighter, more muscular, 
larger-displacement engine would seem 
to have been a better starting point. 
Suzuki had good reasons for the choice 
they made. One was that many insurance 
actuaries recoil in horror from all motorcy- 
cles with engine displacements above 
900 cubic centimeters, especially those 
owned by young men. Viewed in that light 
Suzuki's decision to stretch the GS750 
makes sense. There's more than the ex- 
pense of manufacturing in the ultimate 
cost of motorcycle ownership, and Suzuki 
didn't want to price the new shaftie be- 
yond the typical young man's reach. 

Another reason for using the GS750, 
rather than the newer GS1000, was that 
when the decision had to be made, the 
latter was still very new. While the 1000 
looked good in pre-production testing 
and while there was no reason to doubt 
the 1000’s reliability, the GS750 had been 
in service long enough to have absolutely 
proven itself. Further, the GS750 engine 
actually was—and is—stronger. Suzuki's 
engineers pared weight out of the 
GS1000 in hundreds of small slices, tak- 
ing it even from the main bearing supports 
and crank cheeks. They now know the 
paring wasn’t overdone, but that hadn't 
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CYCLE ROAD TEST 


How do you make a shaft-drive 
simple, make an 850cc engine 
pull like a 1000, and get good 
handling despite a curb weight 
of 600 pounds? Suzuki has the 
answers, and applied them in a 
bike that's supremely nice. 


SUZUKI G5850 


been demonstrated back when the shaft- 
drive project was begun. 

The GS850's engine basically is a 750 
with bigger (69 millimeters versus 65mm) 
pistons. Its cams were borrowed from the 
GS1000, which also provided the 850's 
helical-cut primary gears. Suzuki nudged 
the displacement upward to compensate 
for the effects of an anticipated weight 
increase and opted for the helical clutch- 
drive gearing because that's quieter and 
stronger than a set of straight-cut cogs of 
the same diameter and width. Apart from 
the pistons and cams, no engine changes 
were made and we have no complaints 
about that. When you already have a 
substantially state-of-the-art DOHC en- 
gine, there's little reason for major 
changes to be made. 

Suzuki's creative urges obviously did 
find an outlet when the GS850's final- 
drive layout was being designed. The 
problem is to turn the drive 90 degrees 
behind the transmission and direct it back 
to a BMW-esque gear housing at the rear 
wheel hub. And to provide a drive-shock 
cushion to protect the whole drive train, 
which will be more tightly tied together 
than it is when a chain and sprockets are 
used. Others have resorted to transfer 
shafts and gears behind the transmission 
and/or separate bevel gear housings. But 
Suzuki grafted the necessary additions 
onto their existing shafts, taking advan- 
tage of available width and holding to the 
bare minimum the number of gears in- 
volved in transmitting power to the wheel. 

To do all this, Suzuki enlarged the bore 
in the hollow transmission input (forward) 
shaft and replaced the clutch release rod 
with a long, slender drive shaft connect- 
ing the clutch hub and the spring-loaded 
drive cushion. (A pull-type clutch release 
replaces the pushrod mechanism used in 
the GS750.) Power feeds from the inboard 
end of the drive cushion straight into the 
transmission's input shaft, where it is rout- 
ed across the gears in conventional fash- 
ion to the output shaft and, via a short 
extension, to the bevel gears. The bevels 
are placed about where the GS750 has a 
sprocket but are within the widened trans- 


mission cases. It must be stressed here 
that the width we're talking about is just 
dead space behind decorative covers in 
the chain-drive Suzukis; there has been 
no increase in the distance the rider has 
to straddle with his feet. Indeed, the only 
obvious external difference between the 
GS750 and GS850 is that the latter's rear 
transmission wall is blank instead of hav- 
ing a chain cavity. Nothing shows outside 
but the flanged attachment for the drive 
shaft's U-joint, which is of the conven- 
tional automotive “Hooke” type rather 
than the more expensive constant-ve- 
locity coupling. 

Suzuki's choice of U-joints may partly 
account for the elaborate system of elas- 
tic couplings in the drive train. The angu- 
lar displacement of the Hooke-type joint's 
yoke produces cyclic speed changes in 
the rotating shaft, when the joint is work- 
ing at an angle, and this can generate a 
torsional vibration. Suzuki may have had 
that in mind when the GS850 was given 
rubber-loaded bushings between its final 
drive gears and rear wheel, a spring- 
loaded face-cam cushion between clutch 
and transmission, and the usual set of 
shock-cushioning springs in the clutch 
itself. The arrangement works: there is no 
appreciable transmission-related vibra- 
tion—and very little of the drive-train lash 
we have all come to know and loathe in 
certain other motorcycles, mostly Yama- 
has in this regard. 

Another point at which the GS850 is a 
lot better than most Japanese-made ma- 
chines is its shifting action. Any of the 
present generation of motorcycles will stir 
their gears in reasonably orderly fashion if 
you apply a firm toe at the change lever. 
The Suzuki needs nothing but a light dab 
and snicks from one gear to another so 
smoothly its rider has to get really sloppy 
to miss shifts. This is one ofthe little things 
that makes the GS850 such a pleasure to 
ride. We like the shift action so well we're 
almost willing to approve of Suzuki's 
trendy digital gear indicator lights, which 
display in bright red numbers the gear 
you've engaged. These numbers used to 


be formed by LEDs (Light Emitting Di- 
CYCLE 


odes) but Suzuki has switched to regular 
filament-type bulbs behind red-tinted 
glass. The neutral indicator is still a green 
light, and it's still easier to get the bulb 
glowing than it is to actually get the trans- 
mission into neutral after the bike has 
stopped. 

It’s easy to predict which of the gear 
indicator light bulbs will be the first to burn 
out. Somehow, perhaps with the added 
displacement and GS1000 cams, Suzuki 
has made the 750 engine into a solid low- 
speed lugger in the GS850. We still 
haven't devised a satisfactory means of 
hooking shaft-drive motorcycles to the 


Webco dynamometer, so we can't tell you 
with scientific certainty where the 
GS850's useful power begins. But the 
engine feels like it's ready for serious 
business at any crank speed from idle to 
the 9000-rpm redline.So, unless you want 
to do some shifting just for fun, you can 
short-shift your way to fifth and forget the 
lever is there. Top gear will take care of all 
speeds down to about 25 mph; the GS850 
needs shifting only when you want speed 
in a hurry. 

One of the more amazing things about 
the GS850 is that it is able to gather up a 
hurry when you want one. The bike is not 


only heavy for an 850, but heavy in the 
absolute sense. Top up its tank with fuel 
and it registers just over 600 pounds on a 
certified scale. Yet the GS850 ran through 
the speed lights during our quarter-mile 
testing at 104.77 mph, which is motoring 
right along. Its weight showed only in the 
relatively slow elapsed time, a wink under 
13 seconds, which reflected a sluggish- 
ness during the first 20 feet more than any 
reluctance about gathering speed once it 
was truly moving. We Know a 600-pound 
850 shouldn't have Superbike accelera- 
tion, especially when it's pulling tall gear- 
ing, but the GS850 does. It's only about as 





SUZUKI 65050 


fast as a good 500 getting across the first 
half of an intersection, but from there on it 
feels like a 1000. 

The GS850's suspension is a mixture of 
GS750 and GS1000 hardware. Its fork 
differs from that on the 750 only in having 
tubes that are 20mm longer, and the 
springs and air valves come directly from 
the GS1000. The rear shocks, which have 
four-stage adjustable rebound damping, 
are from the 1000 but carry different coil 


An engine transmission layout 
familiar to Suzuki mechanics, 


but here power is detoured through 


a drive-shock cushion by coaxial 
shafts and a pair of big spiral- 
bevel gears in a space usually 
occupied by a sprocket. May they 
never have to see it in person. 
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springs. Suzuki does not supply the pump 
and air gauge you sometimes get with a 
GS1000 to set the GS850's air-fork pres- 
sures. They provide a dial-type air gauge 
and instructions about how much pres- 
sure you should use in the fork tubes. 
They should include their very best 
wishes because that's the least you'll 
need when you arrive at a service station 
ready to put some more air in the fork. 
We found that adjusting the fork air 
pressure was a very difficult job without 
the GS1000 tool. It's easy to get the caps 
off the little valve stems (our test bike lost 





all its pressure when ridden with the caps 
off) and you don't need a special air 
chuck. But the quickest jab with the 
chuck we could manage put the pressure 
at 30 pounds per square inch and on most 
tries we sent it beyond the gauge's 40 psi 
scale. We then learned to just tap at the 
valve stem to bleed off pressure—and 
found that each quick tap was worth a 
four psi pressure drop. We also dis- 
covered that merely checking the pres- 
sure with the gauge reduced the pressure 
by about two psi. It wasn't easy to fiddle 
the pressure where we wanted it. 














The only reason this adjustment won't 
be a big problem for GS850 owners is that 
they won't have to do it often. For all 
practical purposes, it's purely a ride- 
height adjustment. Owners will find it use- 
ful in compensating for the weight of a big 
windshield fairing, and the spring-sag that 
comes with many miles of riding. We 
found no difference in ride with fork pres- 
sures varied between zero and 30 psi, and 
only small variations in handling (at cor- 
nering speeds somewhat more lurid than 
the sane motorcyclist would enjoy). 

Rear suspension adjustments were 
easier and produced larger differences. 
The usual adjustable lower spring collar is 
there and, as usual, it sets only the bike's 
rear ride height. You crank up preload if 
you're going to carry a passenger or if you 
want more cornering clearance. The 
other, less familiar adjustment is in the 
shocks' rebound damping; this one is 
made by turning the knurled collars under 
the rubber weather boots just below the 
upper shock eyes. And on some surfaces 
there is no perceptible difference be- 
tween “1” (the softest setting) and “4” 
(full-resistance). One stretch of ride-qual- 
ity test road we use has a wavy surface, 
with about 10 feet between crests and a 
couple of inches from crest to trough. On 
that road the GS850's ride did not change 
when we ran through the range of damper 
settings. And the ride was good. Those 
undulations send most motorcycles into a 
fierce hobby-horse pitching when trav- 
eled at 50 mph; the GS850 only nodded 
going across them. 

The damper adjustment did make a 
difference on choppy surfaces (i.e. 
cracked, patched and pitted pavement) 
and in the GS850's cornering behavior. 
Specifically, the higher-number settings 
felt like compression damping stiffness. 
Apparently, lots of sharp ripples cause the 
dampers to pump down, effectively stiff- 
ening the springs and making the suspen- 
sion more harsh. This effect was felt when 
cruising along, riding solo, on rough 
roads, and it made the GS850 chattery 
when cornering fast on smooth surfaces. 
Both conditions disappeared when the 
damper resistance was reduced. 

In truth, you can't really fault the 
GS850's handling. We noted a little fork 
Stiction-related front suspension harsh- 
ness, which might well have been correct- 
able by loosening and retightening the 
axle clamps, but that had no influence in 


cornering. With its fork pressurized to 15 
psi and its rear damping at "2" the Suzuki 
was as near perfection as a 600-pound 
motorcycle is likely to be anytime soon. Its 
steering is absolutely neutral, and the 
motorcycle is both agile and astonishingly 
steady after you've levered it into a turn. 
The IRC "Grand High Speed" tires seem 
to cope with the load extremely well, and 
only the intimidating thought of what it 
might be like to wrestle 600 pounds of 
sliding motorcycle acts to keep one's en- 
thusiasm in check. You just know that if 
so much mass gets out of control, it's 
going to stay beyond control a long, excit- 
ing time. Otherwise,the GS850 will let you 
play canyon-racer all you like, or at least 
as much as you think you can get away 
with. The GS850 doesn't (perhaps due to 
its sheer weight) display the typical shaft- 
drive bike's power-on/power-off attitude. 
All the refined suspension components 
aside, a lot of the GS850's excellent road 
manners have their foundations in the 
frame and attachments Suzuki has pro- 
vided. Suzuki clearly has come to treat 
frame rigidity seriously. They use stout 
tubing and plenty of gussets and struts, 
and the GS850 says the approach is 
working splendidly. Suzuki also has 
Switched to tapered-roller steering-stem 
bearings, which are free from the pitting 
that has begun to afflict the overloaded 
ball bearings still occasionally used in big 
bikes. Tapered rollers' greater capacity 
for withstanding abuse make them a 
good—if expensive—choice. The GS850 
has them at its steering stem, and the 
swing arm pivots on them also. 
Evaluation of braking performance has 
been changed by the introduction of 
hydraulics and discs into motorcycling. 
Back in the bad old days of drum-braked 
big bikes, stopping power was a some- 
time thing. But sheer braking force almost 
never is lacking with discs, especially 
when—as is the case with the GS850— 
you have a dual-front, all-disc system. So 
you think in terms of controllability, the 
tire/road connection, and whether the 


chassis can take heavy braking loads 
without flexing completely out of align- 
ment. The Suzuki had impressive scores 
in all three categories: its brakes are 
smooth, powerful and precise; the tires do 
their job better than the GS850's weight 
should allow; and the chassis doesn't 
develop any ideas of its own. 

The importance of total controllability 
under mixed braking and cornering 
should not be underestimated. For some 
riders it's part of their style, but for anyone 
who allows sporting spirit to lead him in 
harm's way (and into a turn that proves 
tighter than it looked) it becomes a like-it- 
or-not necessity. Cycle's test riders, to 
their shame and occasional sorrow, get 
themselves into such predicaments rather 
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The slender axle fits inside the.transmission main- 
shaft connecting the clutch and spring-loaded drive 
cushion, which in turn drives the gears. 


often, and some of their affection for the 
GS850 comes from its willingness to com- 
bine vigorous braking and turning. 
Motorcyclists do not live by perfor- 
mance alone. It’s all very well to wax 
eloquent over power and handling; those 
things don't mean much in a bike with a 
seat so uncomfortable that you can't ride 
it without getting an enormous pain in the 
expression. Here, too, the GS850 has 
been blessed. Suzuki and one of its sup- 
pliers, the Correct Seat Company, also of 


The GS850 propulsion module: neat, contained, effective and no oil stripe up the back of your jacket. 
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The box explains itself; the grappling hooks and cable There's a tire-type valve stem at the top of each fork 
are used in removing the Suzuki GS850's rear axle. tube, hidden under a small hex-nut cap on the tube. 





Suzuki gave the GS850 shaft drive, and a set of the GS1000's fine adjustable-rebound shock absorbers. 
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Japan, developed a seat for the new 
shaft-drive model that's a marvel of com- 
fort. They made it broad, and long, and 
mostly of a fairly soft foam. But inside the 
foam, just beneath the rider’s backside, 
they inserted a stiffish rubber plate. The 
foam alone would, in time, be too soft: it 
would pound down and the rider would 
find himself effectively in hard contact 
with the seat pan. The rubber plate 
spreads the load, and you get an overall 
softness without soft foam’s problems ina 
seat that stays comfortable. 

We've complained about too-stiff throt- 
tle return springs on other Suzukis. 
Maybe we're just getting stronger, but the 
one on the GS850 doesn't seem to have 
as much fight in it, though it will let you 
know it's there. Also, the poor throttle 
response that comprises a major irritation 
in some new emission-era motorcycles is 
not conspicuously present in this Suzuki. 
It's just a bit reluctant about giving you 
down-shift revs if you let the engine speed 
drop too low before snapping the throttle 
open. Otherwise, the power is always 
there. There are no hesitations and no 
lean-mixture surging and better-than- 
average fuel economy: almost 40 miles 
per gallon. We figure that any motorcycle 
our test riders' excesses don't drive down 
into the low 30-mpg range has to be rated 
as a gas miser. 

The single carburetion-related problem 
we found in the GS850 was its refusal to 
fast-idle while running with the chokes 
open. The engine starts willingly and gets 
to no-choke operating temperature fairly 
quickly, but our test bike simply would not 
hold an idle by itself when choked. If the 
choke knob were pulled far enough to 
keep it running it ran its revs up to 5000- 
6000 rpm; with less choke, it stalled. It is, 
of course, possible that the Choke /throt- 
tle connecting linkage was out of adjust- 
ment and the problem could have been 
easily corrected. If not, then the GS850 
has a minor, irritating flaw. 

Suzuki did not stint in providng the 
GS850 with civilizing amenities, apart 
from the no-maintenance cast wheels and 
low-maintenance shaft drive. The bike 
has a fuel gauge, for instance, and self- 
cancelling turn-indicators, with circuitry 
that senses time and distance, and speed. 
(That is, it cancels the blinking after 
counting a preset number of seconds or 
feet but is programmed to ignore distance 
covered below a certain minimum speed. 
This last feature is to keep it from cancell- 
ing the turn signal just because you've 
edged out into an intersection and 
satisfied the basic distance requirement.) 

Touring riders, for whom the GS850 is 
primarily intended, will appreciate the 
range provided by the 5.8-gallon total fuel 
capacity. They may even discover the 
fused (10-amp) electrical accessory tap 


hidden behind the left side-cover. And a 
© OLE 










The large, circular frame lugs house the swing-arm's 
tapered roller bearings. 
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Full instrumentation, Suzuki-style, includes a fuel gauge and lighted numbers showing gear selection. The disc rear brake is powerful. More important, it is 
smooth and precisely controllable. No surprises! 







Suzuki made the GS850 out of 
the GS750 by adding big pistons, 
GS1000 cams and suspension 
parts, and giving the mix a lot of 
careful development time. 
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few of them will learn of the mixed bless- 
ings inherent in the GS850's "safety-rim" 
rear wheel. Safety rims have shallow 
grooves out by their flanges to hold a tire's 
beads in place, and thus the whole tire, 


when a sudden deflation occurs. These 
rims are a life-saver, potentially anyway, if 
there's a blowout; they'll make you sweat, 
struggle and swear something shocking if 
you're trying to get the tire off to fix a 
puncture. This will make you long for the 
tubeless tires Suzuki intended to fit on the 
GS850—and will, as soon as the design is 





Make and model 
Price, suggested retail 


PERFORMANCE 
Standing start '4-mile 
Engine rpm @ 60 mph, top gear 
Average fuel consumption rate 
Cruising range, main/reserve 


Wheelbase 
Rake /trail 
Brake, front 


12.97 sec. (à) 104.77 mph 


187.1/43.8 


Load capacity (GVWR less curb weight)....180.5 Kg (398 Ib.) 
Maximum speed in gears @ engine redline 


(2) 65.6, (3) 84.6, (4) 92.1, (5) 121.2 


ENGINE 


Four-stroke in-line four-cylinder dohc, 
two valves per cylinder, air cooled 
69 x 56.4mm (2.72 x 2.22 in.) 
843cc (51.4 cu. in.) 


Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 
Exhaust system 
Ignition 

Air filtration 

Oil filtration 

Oil capacity 


TRANSMISSION 


Five-speed, constant-mesh, wet-plate clutch, 


Primary drive 
Final drive 


Gear ratios, overall 


CHASSIS 


Double cradle frame, telescopic air-spring front 
fork, damping /ride height-adjustable rear suspension 


40 


Seat height 
Ground clearance 





completely free from any problem. 

The Suzuki GS850 was created with the 
touring rider's needs and preferences in 
mind; it has qualities that make it univer- 
sally attractive. There's the fine handling 
and brakes, and workmanlike accelera- 
tion. But the Suzuki's truly irresistible ap- 
peal derives from qualities less easily 
defined and impossible to reduce to num- 
bers. Part of it comes from the engine and 
gearing: you don't have to use a lot of revs 
to hold a distance-covering cruising 
speed, and the engine doesn't vibrate 
even when you downshift to get it spin- 
ning. A lot of the GS850's charm is in the 
rightness of its seating position and the 
silkiness of its controls. Fundamentally, it 
pleases because it has the uncommon 
and subtle virtue of being totally without a 
conspicuous flaw. It asks of its rider no 
forbearance, no willingness to accept the 
notion that enough strength here is com- 
pensation for weakness there. It was 
made right before being made available 
and it, more than many of the flashier 
machines we've ridden, helps us to re- 
member why we became motorcyclists in 
the first place. е 


1500тт (59.1 іп.) 
28?/113mm (4.45 in.) 
Hydraulic, dual disc, 274mm rotor 
Hydraulic, disc, 276mm rotor 
Cast, 19 x 1.85 

Cast, 17 x 2.15 

3.50H19 4PR IRC Grand High 
Speed GS-11 AW 

4.50H17 4PR IRC Grand High 
Speed GS-11 AW 

805mm (31.7 in.) 

160mm (6.3 in.) 


Fuel capacity, main/reserve ....17.8/4.2 liters (4.7/1.1 gal.) 


Test weight 


ELECTRICAL 


8.8:1 (full stroke) Power source 


(4) Mikuni VM26SS, 26mm 
Four-into-two, no interconnector 


Charge control 
Breaker points 


Washable polyurethane foam 
Disposable paper element 
2.8 liters (2.95 qts.) 


INSTRUMENTS 
Includes 


shaft final drive 


Helical gear, 87/49, 1.78:1 

Spiral bevel gears, 17/16 x 34/11, 
1.06 x 3.09 = 3.28:1 

(1) 14.58 (2) 10.36 (3) 8.05 


(4) 6.56 (5) 5.60 


Curb weight, full tank 


Headlight beams, high/low 


274.4 Kg (605 Ib.) 
349.2 Kg (770 Ib.) 


Alternator, three-phase, 
permanent magnet 
Excess voltage shunt 
50/40W 


Speedometer, odometer, trip odometer, 
tachometer, fuel gauge, digital gear indicator 
Speedometer error, 30 mph indicated, actual 
60 mph indicated, actual 


CUSTOMER SERVICE CONTACT 
Customer Relations Department 
U.S. Suzuki Motor Corp. 


13767 Freeway Drive 





Santa Fe Springs, Calif. 90670 
Telephone (213) 921-4461 


CYCLE 


О _ 


PRODUCTS, INC. 


0% OFF SALE! 


5- Day Delivery Guaranteed — 48-Hour On Request! 















RACING GOGGLES $6.99 THROAT > HEAVY DENIM М/Х JACKET low as pi 99 
2 pair $12.99 йез а, А СОАТ a Order yours plain or with your team name 
е л ЖЧП n a ordeo 








3 interchangeable 
lenses: clear, 
amber and green. 
Fit over glasses. 
No. 59 


We make this jacket to look and wear great! 
Offered 3 ways Cycle emblem front pocket 
ony $19 99. Emblem front pocket plus giant 

emblem on back, $21 99, Plain (no 
emblem). $18 99 


Emblem Front Only $19.99 
01 Yam 02 Hon 03 Suz 04 Kaw 


Perfect for cold- 
weather riding. Y 
Fastens quickly 

to any helmet. 
Black. No. 8 


"Vb 














Order by Phone 


TOLL FREE 
1-800-633-7564 


In Alabama, Alaska and Hawaii 


Phone 205-585-3588 


Quick Release 


HEX GRIPS $2.49 pr. 


FACE GUARD $5.99 

























































CHEST PROTECTOR $8.99 
In bright team colors One sue fits all 
51 Yam 52 Hon 53 Suz 54 Kaw 
61 Hod 62 Husq 63 Bul 64 Can-Am 





Protects face in all off-road 
riding. Fits to any helmet in 
seconds. White. No. 119 


SALE! 
10% OFF! 


This ad shows our 










regular low prices, but 
we've got a big SALE 
going. You get 10% OFF 
every price shown. 


i anh 
TIEDOWNS $9.99 
Set of 2 No. 47 





Hi-0 M/X BOOTS 
ONLY $59.99 pr. 


Black top-grain cowhide boots with 
vivid red and blue stripes up back 
Smooth vibrem M/X sole. Double-thick 
toes. Heavily padded ankles 

Height 167 

No. 9 Hi-Q M/X Boots 

Sizes 7-7'-8-8%:-9-9%- 
10-10%-11-11%-12 


M/X TEAM PANTS 
Heavy 14-oz. Denim 


Team Colors $18.99 


Cycle name in bold black 
letters down both sides of 
these top-quality denims 
Striping in team colors. We 
make these stylish, highly 
protective pants with 
removable hip and knee pads 
Knee pockets will accomodate ( 
cups. (No. 75 pants have no 
cycle name.) 1 2 
Sizes: Child 24-26 mu. 
Adult 28-30-32 71 Yam 72 Hon 73 Suz 74 Kaw 85 Hodaka 
34-36-38-40 86 Husqvarna 87 Eultaco 88 Can-Am 


No. 75 Red, White & Blue, No Team Name $17.99 


PERSONALIZED 14-oz. DENIM 
M/X PANTS $24.99 


Our top-quality 14-02 blue denims, 
described above PERSONALIZED FOR YOU 
with your пате or other message Up to 10 
letters each side 3 colorful trim styles Use 
special lines in coupon No CODs 
No. 56P Gold and Black Trim 
No. 57P Red and White Trim 
No 58P Green and White Trim 
Sizes: Child 24-26 

Adult 28-30-32-34-36-38-40 







NYLON M/X PANTS 
Personalized or with 
Team Name, or Plain 


Low as $29.99 


Heavy nylon pants, fufly padded 
with team name or your name o 
other lettering in bold letters 
across back We make them of $ 
glossy nylon to resist tears. 24 oa 

snags. abrasion, weather and ge i m. | 
wind. Scotchgard finish repels i 
water and stains Machine im 
washable Talon heavy-duty 
zippers. Snap rear pocket. Two 
brilliant color combinations 


Racing BLUE with Red trim or GOLD 
with Black trim. SPECIFY COLOR 


Sizes: Child 24-26 
Adult 28-30-32 peu PERSONALIZED 25 
34-36-38-40 79 РГ. Give lettering $34.99 
Nylon М/Х Team Pants - $31.99 ın coupon 
101 Yamaha 103 Suzuki 105 Hodaka 107 Bultaco 
102 Honda 104 Kawasaki 106 Husqvarna 108 Can-Am 





Lettering P. 0. Box 455.-C2 

Here for Hi- Abbeville, Alabama 36310 

qur PRODUCTS.INC. Toll-Free 1-800-633-7564 

PANTS * FREE GIFTS! Free 99¢ BUNGIE TIE-DOWN CORD WITH 
Е $10 ORDER. Free $1.99 4-WAY BUNGIE with 520 ORDER. 


THROTTLE SET $4.99 














Emblems Front & Back $21.99 Stylish, com 
018 Yam 028 Hon 038 Suz 048 Kaw tarana it Superfast 
Plain (No Team Emblem) $18.99 SUZUM: No. 38 Clear ge m БЫШЫ 
No 05 Plain Jacket TEEDE No. 39 Yellow Dummy grip in- 
Adult S-M-L-XL. Child. 6-8. 10-12. 14-16 ааны No. 40 Black cluded. Fits all 
$4.99 ЗАМАНА bars. No. 25 
TEAM TOOL BAG $4. 
Tough simulated leather Team design ER M/X RACING TANK COVER $8. 33 
Inner loop for safe mounting 5" x 742” CROSSBAR PAU Team Design or Plain 
No. 65 Yam In Team Colors Snug-fitting snap on cover of 
No 66 Hon SPECIFY SIZE heavy duty simulated leather 
No 67 Suz 8” - $2.49 prevents scratches, scrapes and 
No 68 Kaw 77 ч nicks In bright team colors, team 
No. 69 No 12” - $2.99 design lettering Fits all tanks 
Name 41 Yam 42 Hon 43 Suz No 26 Yam No 28 Suz 
44 Kaw 45 Plain Black No 27 Hon No 29 Kaw 


No 30 Solid Black, No Name 





PLAIN NYLON M/X JERSEY - No Team Name 
: With or Without Your 
Custom Lettering 
SHORT SLEEVE 
$4.99 each $8.99 each 


No Lettering Personalized 


TEAM JERSEY — LONG SLEEVES $8.99 
100% Ventilated Nylon in Brilliant Team Colors 











Top-quality ventilated 100% nylon Jersey made by our own craftsmen No 90 White No 90P 
Cycle name on chest and sleeves Practical and stylish jersey No 91 Black No 91Р 
Sizes Adult S-M-L-XL Child 6-8, 10-12. 14-16 No 92 Red No 92Р 
No 11 Yamaha No 12 Handa No 13 Suzuki No 14 Kawasaki ? No 93 Green No 93P 
Top-quality Hi-Q-made ventilated No 94 Gold No 94P 
Guaranteed Unbreakable nylon jersey Choice of 5 colors. 
— 4i LEVER ASSEMBLY $7.99 long or short sleeves No team LONG SLEEVE 
Brake and clutch levers mount to any markings Choose plain (no letter $7.99 each 511.99 each 
handlebars without removing grips. No. 35 m) or FERA ALIE with 1 or No Lettering Personalized 
ines, up to etters each line 
TEAM SOCKS $2.99 pr. шш і 1 or 2 giant numerals Use ud з уада ie ee 
2 pr. $5.49 - 4 pr. $9.99 T special lines in coupon No 17 Red No 17Р 
Heavy protective cotton socks Cycle name and | Lau! NO CODs on PERSONAUZED JERSEYS No 18 Green No 18Р 
trim bands in vivid team colors One size fits all Aduh S-M-LXL Child 6-8. 10-12, 14-16 мо 19 Gold No 19P 


>эїт>»к»< 


31 Yam 32 Hon 33 Suz 34 Kaw 
















Vented PERSONALIZED TEAM JERSEY Аш 
DUCKBILL 26" M/X Ventilated 100% Nylon ё =. 
$2.49 each SOCKS Long or Short Sleeves ^ 4 
Fits all helmets $4.99 pr Your name or other message across the back 
No 48 Black ` d of colorful nylon team jersey One or 2 lines & Y 
No 49 Yellow 2 pr./$9.49 of lettering, up to 10 letters each line. Giant ) ( 
A No 50 White Top-quality numeral (your choice) 0 to 99. We manufac » 
2 heavy socks, ture these popular jerseys out of the finest E] а 
made mda materials for long wear. comfort, and super: у ! 
over boot tops styling Further description at left and t 
e below. Use special lines in coupon Long Sleeve $12.99 
reated to 
Sues Adult S-M-L-XL NO 11Р Yam 13Р Suz 
prevent foot Мо. 116 Gold Child 6-8. 10-12, 14-16 CODs 12Р Hon 14Р Kaw 
odor. One size Мо 117 Red 
fits all No. 118 Green Short Sleeve $9.99 
76P Yam 78Р Suz 
TEAM CAP JA No. 109 77P Hon 79Р Kaw 
leavy twill, brilliant i 
colors. One size fits all 9 ek 3 Team Jersey $5.99 
21 Yam 23 Sur | ns a my, Bright Team Colors, 
22 Hon 24 Kaw 
un iE" Short Sleeves - Our own 
great ventilated nylon short 
MOUTH sleeve team jersey, with cycle 
action design on chest Buy for 
3 GUARD gifts — or for yourself 
VINYL M/X $3.49 No 76 Yam No 78 Suz 


No 77 Hon No 79 Kaw 
Sizes: Adult S-M-L-XL Child 6-8. 10-12, 14-16 


©1978 Hi-Q Products, Inc. - 205/585-3588 
Box 455, Abbeville, Alabama 36310 


KIDNEY BELT 
$9.99 each 


Strong black elastic 
Sizes S-M-L-XL No 6 
a ee 


GLOVES $7.99 


Heavily padded tough 
black vinyl. Adjustable 
No. 36 


Comfortable, effective 

Fits quickly to any 

helmet. White. 
No. 115 


* 5-DAY DELIVERY GUARANTEED or your money back if you 
pay by Cash, М.О. or Credit Card. Checks take 2 weeks to 
clear our bank. Allow extra week for personalized items. 
* Order $20 or more and WE SHIP FREE! 


Print Lettering Here for PERSONALIZED JERSEY 
10 letters Numeral 
maximum 





Need more space? 


Total of Prices as shown in ad: A 
Use separate sheet. 


10% of Above Total: B 


r— 


Adjusted Sale Cost: A less B 


Orders under $20, add $1 Shipping 
COD Orders, add $3 Shipping 


TOTAL 






each line 


O Cash Enclosed 


Name . eee а We LR C Ship COD. | enclose $3 deposit 
омо O MasterCharge Exp. Date 
Address ah m ori —— — ooo CQ Check C) VISA (BankAmercard) DEED 
Card 
Cy m 9 261867 а лаа: Stu m Zip ы No — 








‘Shocks < Springs 


REMARKABLE VALUE 

Now you can buy TRICKIT® Suspension 
Systems proven GP street performance shock 
absorbers and springs for just $69.95 a pair in 
beautiful polished chrome or $59.95 a pair in 
lusterous black finish. There are no finer shocks 
available at any price. Buy direct and save. Call 
toll free, give our order desk year, make and 
model of your motorcycle and specify credit 
card — Visa, Mastercharge, American Express 
... or COD. Price includes the shipping charges 
to your door. Guaranteed to satisfy! 


PERFORMANCE 

The TRICKIT® GP shock absorber system pro- 
vides ... SAFETY: helps keep tires on the pave- 
ment for better traction, more responsive braking 
and better overall control. ECONOMY: lower 
maintenance on suspension parts, reduces 
uneven tire wear, maximizes tire life and helps 
maintain wheel balance. COMFORT: delivers 
smooth ride, reducing bounce and vibration. 
Rider and passenger ride in comfort. 


QUALITY ENGINEERED 

TRICKIT® GP shock absorbers are engineered 
to perfection and have a host of outstanding 
design features. Here’s why TRICKIT® shocks 
ride smoother, last longer: 


#1 Full Piston Displacement . . . this unique 
design allows more efficient use of the working 
area of the piston. Greater loads can be handled 
with much lower internal pressure and lower 
operating temperatures for greater durability 
and less chance of oil leakage, foaming and 
shock fade. 


#2 O-Ring Piston Seal . . . the O-ring feature 
reduces metal to metal friction and provides a 
positive seal between the piston and cylinder 
bore, preventing leakage past the piston and 
forcing fluid through the valving. This minimizes 
the effects of temperature and cylinder toler- 
ance variations and helps deliver maximum 
shock damping action under the toughest 
riding conditions. 

#3 100% Coil-spring Valving . . . all working 
valves within the shock are coil-spring con- 
trolled. Coil springs defy metal fatigue and 
retain their strength throughout the life of the 
shock absorber. 


#4 Spring-loaded, Multi-lip Shaft Seal . . . an 
important feature that adds directly to the long 
life of the shock absorber. The multi-lip seal 
keeps oil in and dirt out of the shock cylinder. 
The coil spring forces the seal up tight against 
the shaft and compensates for wear while giving 
the tightest possible seal against fluid leakage. 


#5 Hydraulic Rebound Stop . . . oil-flow cutoff 
prevents shock absorbers from "topping out" 
on extension stroke. Eliminates metal to metal 
contact and prevents shock damage. Provides 
smooth, quiet absorption of sudden rebound 
impact. 


#6 All-weather Fluid . . . the product of exhaus- 
tive research, it retains its efficiency at all 
extremes of temperature. Resists thickening in 
extreme cold and thinning out under intense 
heat. 


#7 Chrome-plated, Induction-hardened Shaft... 
protects the shaft from road debris and reduces 
pitting and corrosion damage. Extends the life 
of the shock absorber. 


#8 Independent Replenishing Valve . . . instant 
response to rebound for better control and 
greater comfort. Reduces damaging heat build- 
up for longer shock life. 


#9 Springs . . . the shock absorber springs аге 
coiled from high tensile strength chrome silicon 
wire for the lowest possible stress levels during 
use. This superior quality wire assures you of 
extremely long spring life®and virtually elimi- 
nates the problem of spring sacking. 


MAGAZINES AGREE 

Many leading motorcycle magazines have test- 
ed and reviewed the TRICKIT9 GP shock 
absorbers and springs and have awarded high 
marks .... magazines such as RIDER, CYCLE 
GUIDE, MOTORCYCLIST, ROAD RIDER. The 
consensus from the magazine test riders was 
the same in every case — a top quality, long- 
lasting, performance shock and spring for a 
very reasonable price. Here are a couple of 
examples of what they had to say: 

CYCLE GUIDE, MAY, 1978 — "GP shocks and 
springs provided can't bust 'em performance for 
the last 10,500 miles.” The test was a long term 
15,000 mile evaluation of the GS750 Suzuki. 
ROAD RIDER, APRIL, 1978 — “The Number 1 
(TRICKIT® GP) shocks lived up to their name 
in an impressive manner. They are definitely 
worthy of consideration when it comes time 
for a change.” This test was a 6,000 mile hard 
riding tour test on a Honda CB750K. The shocks 
were compared to new factory units at the con- 
clusion of the 6,000 miles on a shock test dyna- 
mometer. Again from ROAD RIDER: " ... both 
shocks were well within Gabriel's manufac- 
turing tolerances and — in terms of allowable 
specifications — could have been sold as 
new units." 

There's more but why not call and order a pair 
for your motorcycle today. See for yourself the 
quality and performance available at this infla- 
tion fighting price. 


TEN DAY TRIAL 

What is even more impressive, buying by mail, 
you can prove what we say is true to your own 
satisfaction without risking one cent. You have 
ten days to put the TRICKIT® GP shocks and 
springs to the test — to confirm they perform 
and they are sharp in appearance. Satisfy your- 
self. Compare with any shock and spring of this 
type at any price. If the value is not as great as 
we say, if they do not win your pleasure and 







JAN E Trickit® 
| 7 W^». Shocks & Springs 
Polished Chrome A x | 


$69.95 pair 





satisfaction, send them back for a complete 
refund. 


ONE YEAR WARRANTY 

Your TRICKIT9 GP shocks and springs come 
with a one year limited warranty to the original 
purchaser. Remember, though, the quality 
engineered TRICKIT® GP shocks and springs 
assure you of thousands of miles of trouble- 
free performance. 


POLISHED CHROME OR BLACK 
So order your TRICKIT9 GP shocks and springs 
today. The price, including all shipping and 
handling charges and insurance, is just $69.95 
a pair for polished chrome or $59.95 a pair in 
lusterous black finish. There's a pair waiting 
for your BMW, Honda, Kawasaki, Moto Guzzi, 
Norton, Triumph, Suzuki, Yamaha, etc., ready 
to make it handle superbly and look great! 
Order now! 


CALL TOLL FREE 
800-423-4822 


(In California, Hawaii & Alaska 213-287-9738) 


GIVE THE ORDER DESK YEAR, MAKE & 
MODEL OF YOUR MOTORCYCLE. SPECIFY 
CREDIT CARD — VISA, MASTERCHARGE, 
AMERICAN EXPRESS. 


master charge 


Tot MYC HANK CARD 





Give the card number, expiration date and your 
name and shipping address. Within 24 hours 
your shocks will be on the way. Remember the 
price includes all shipping and handling 
charges. You may also call toll free 800-423-4822 
to order COD — or send check or money order 
by mail. Be sure to specify year, make and 
model. California residents add 6% sales tax. 


Dealer Inquiries Invited 
CALL TODAY — 
YOULL BE 
GLAD YOU DID: 


TRICKIT 


SUSPENSION 
SYSTEMS 


TRICKIT SUSPENSION SYSTEMS 
DEPT. 

4931 N. ENCINITA AVENUE 
TEMPLE CITY, CA 91780 


Number 1 Products Inc. 


@ "IT DIDN'T GO WELL." GARY Scott said it, 
and so have others. Perhaps it was the 
kindest statement anyone could make 
about Gary's 1978 racing season. A crash 
early in the year badly twisted both ankles 
and pinched a nerve in his neck. His 
ankles healed; the pinched nerve re- 
turned to haunt him at nearly every race 
meeting. All too often his bikes clanked 
and stopped. Consistency has been a 
Gary Scott trademark throughout six sea- 
sons of Grand National competition. He 
won the Number One plate in 1975 as a 
Harley-Davidson team rider, placed sec- 
ond four times, and third in 1977. His 
seventh year, one laced with disappoint- 
ments, tested Scott's mettle, his resolu- 
tion and tenacity. 

“I've been down more this year than 
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ever," Gary says, "and l've been pissed at 
myself for letting myself get down like that. 
| think | got to a point where it was easier 
to say, well, something's going to break 
and sort of expect it, and then be lazy up 
to that point. 

“РІ tell you, for the first three or four 
races | felt confident. | was excited all the 
time, and | was naturally super-ready to 
go racing. . . . You get pretty worn out 
running the same routine, and if you have 
a rough time. . . . One year | fell off three 
or four times really really hard on the road 
race equipment. Then: | broke my leg at 
the end of the year at one of the last dirt 
track races. | was pretty well beat up. Most 
people relaxed during the winter; | was 
trying to heal up to get ready to go back 
and start things over again. You know, at 


The AMA National Championship 
is won and lost on scores of small 
battlegrounds—miles, half-miles, 
short tracks, TTs. Some events 
are glamorous and uptown, others 
just dingy and seedy. An AMA pro 
follows a schedule that has him 
Zig-zagging across the country 

for nine months on endless high- 
ways. And at the end of every one 
of those hard journeys there's a 
line that measures more than 


just the finishing order. 


By Dennis Caprio 


PHOTOGRAPHY: DENNIS CAPRIO 
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LONG DRIVES, HARD MILES 
times it can really get you down. The 
easiest thing to do is back off. 

“When you do get down, sometimes 
you need someone there to kick you in the 
butt. You know, everybody can shift gears 
and ride the thing down the straightaway 
and do the physical stuff. But there’s just a 
fine difference between winning and 
being an also-ran. Skip Van Leeuwen 
once told me that you've got to reach 
down, dig deep for that little extra. Some- 
times it’s tough.” 

Where a rider finds that little extra is a 
place as individual as he is: a personal 
rivalry, prize money, fame or the pure 
satisfaction of riding a perfect race. 

“When I was going for Number Опе, I'd 
be on the starting line, and I'd just tell 
myself | want to be Number One, | want to 
be Number One. And concentrate. Just 
black everything out. Don't care about the 
people, the other riders. Just concentrate 
on the race track and the machine and try 
to get away as fast as you can. You'd be 
surprised; a lot of times that'll do it.” 

A rider's failure to concentrate on his 
job may leave him fifth into turn one 
instead of first. The difference might mean 
little or nothing in a 200-mile road race, 
but in a 15-minute fist fight on a narrow- 
groove mile, a rider can spend the entire 
race locked into his turn-one position. 

Much of what passes for life, racetrack 
to racetrack, is a series of srnall intercon- 
nected frustrations. Just getting to the 
track can be a major chore. Driving 
through the heat core of a Midwestern 
August, Gary, his wife Donna and seven- 
year-old son David left their home in 
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Springfield, Ohio, for the first of two back- 
to-back Indianapolis Mile Nationals. Lo- 
cated in Indianapolis’ north central resi- 
dential area, the State Fairgrounds is a 
scant two-hour drive from Springfield. 
Rider sign-in began at three that after- 
noon, an impossible target were it not for 
Gary's Job-like patience and explorer- 
keen sense of direction. The streets encir- 
cling the fairground were bumper to 
bumper with fair-goers' cars, trucks, 
campers and motorcycles; the traffic jam 
was second only to those normally found 
in New York City during rush hour. 
Enough policemen to quell a riot guarded 
the fairground gates, directed traffic and 
issued instructions. Not one of them, how- 
ever, knew where the rider sign-in booth 
was located. Finally, an obscure sign at 
Gate 9 directed Gary to 46th Street, but 
left the exact address to guesswork. 





Scott (opposite), surrounded but 
alone, shuts out everything 
around him and focuses his 
concentration on an upcoming 


4 heat race. (Above) Hank Scott, 


Mike Kidd and Gary Scott 
race-watch under the night 
lights, studying track con- 
ditions. (Left) Gary's seven- 
year-old son, David, is Scott's 
constant observer and advisor. 
(Right) Gary razor-tunes his 
tires—a time-tested dirt track 
technique—in order to get trac- 
tion on Syracuse's slippery mile. 


More driving and crawling. Round and 
round the traffic signs, No left turn. . . No 
right turn. Signs hawking the Donny and 
Marie Show a tractor pull, the Mac Davis 
Show, and the motorcycle races crowded 
the cyclone fence surrounding the fair- 
grounds. Gary found the. sign-in booth. 
Forty-five minutes later, Gary and crew 
were safely holed-up in the pits unloading 
the equipment. Practice would be late 
because the harness races were still 
going full trot. 

A surface suitable for harness racing is 
not necessarily suitable for motorcycle 
racing. Ideally, the dirt track should be 
dusted with calcium sulphate to hold the 
moisture, watered, then rolled to a 
smooth, tacky surface. It should be 
slightly damp when practice begins so 
that the riders can make their groove. The 
result, if everything has been done cor- 
rectly, is an asphalt-like lane two-and-a- 
half to four handlebars wide that provides 
just enough slip for tail-out cornering. Too 
hard and too dry equals too slippery; too 
soft and too wet equals too slippery. 

Practice was more than two hours late. 
For some riders the delay was a gift; for 
most, including Gary, it meant another 
interminable wait. Gary likes to arrive at 
the track ready for business. He figures 
that all of the mechanical demons should 
be exorcised in the shop and not in the pit. 
For back-up, Scott carries a spare bike 
and a host of parts. Е 

Gary practiced оп both machines. Only 
subtle differences identify them, but at 
any given race meeting, one always 
proves quicker than the other. He had to 
run-in a new engine in one of the bikes, 
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and he took out the second one for com- 
parison. Toward the close of the practice 
session the fresh engine soured, leaving 
the bike slower than the back-up machine 
had been. 

The earlier delay caused by the harness 
racing eventually forced the AMA to rush 
practice, so Gary’s crew had precious 
little time to identify the problem in the 
new engine. With qualifying breathing 
down his neck, Gary chose to run the 
back-up machine. “The new engine has 
gone flat on the top end. My second bike’s 
slower, but | don’t want to take a chance 
on not finishing.” 

His qualifying run put him in the top 
dozen, but Scott appeared unconcerned. 
Qualifying is just one of the many steps to 
the National, and going fast alone on the 
track is a world apart from going fast in 
race traffic. It's an actor’s walk-through. 

The first three finishers from each of 
the four ten-lap heat races advance di- 
rectly to the 25-Mile National. The next 
two finishers go to the Semi, and the 
remaining riders race in the Trophy Dash. 
Gary finished fourth in his heat; his 
brother, Hank Scott, won it. “The bike,” 
Gary announced afterwards, ‘just isn’t 
fast enough.” 

As darkness crowded in, the track 
lights in clusters of four or six blinked on. 
Each lamp appears bright enough, but 
their arrangement leaves holes in the light 
all around the track. Racing from bright to 
semi-dark at over 100 miles per hour is 
like driving along a tree-lined road where 
patches of sunlight pop like flashbulbs. 
The riders, however, have learned to 
cope. They just get out and race. 

Gary’s heat time was good enough to 
earn a front row start in the Semi, an 
advantage that he shared with Gene 
Romero and Jay Springsteen. The starter 
stepped up onto his box, and the green 
light signaled Go. In a single sustained 
roar, the trio powered into the first turn. 
The groove at Indy was narrow, too nar- 
row for anyone to pass comfortably in the 
corners. If a rider drifted wide into the 
marbles, he risked crashing or losing four 
or five places. Scott, Romero and Spring- 
steen drafted on the straights and passed 
just before setting up for the corners. The 
three of them raced down the grandstand 
straight in a train; if Scott were leading, 
Springer and Romero would slingshot by 
on either side and leave Gary third. On the 
last lap, Gary worked into a spot behind 
Springer that would give him the drafting 
advantage at the finish line. Gary won the 
race by a wheel. It was the high point of 
Gary’s weekend. 

The 25-Mile National was an anti-cli- 
max. Gary started well and worked hard 
until his engine began to fade. At first the 
engine gradually went flat; then it stopped 
abruptly.. The rear wheel locked up, and 
for a few moments the bike threatened to 
slap.Gary down. He wrestled it back under 
control; something, he thought, had gone 
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wrong with the transmission. "Damm near 
put me on my head. Boy, | don't know how 
| kept it up." Gary was tired, sweaty and 
dirty. "Damn, it was a chance for me to 
pick up some easy points." The night's 
racing was over for Scott. 

Race day tightens up a rider's psyche 
like an over-wound main spring. Most of 
the twisting force comes from within. It's a 
productive tension that provides a profes- 
sional rider with his competitive edge. 
Gary unwinds with a hot shower in the 
motorhome, a meal and a good night's 
sleep. Any speculation about the condi- 
tion of his race bike awaits tomorrow. 

Racing is a risky business, especially 
for a family man who relies upon his prize, 
contingency and sponsorship money as 
his sole means of support. Injuries and 
mechanical failures chisel great chunks 
out of the budget. Does Gary worry about 
his chancy income? "You can worry 
about it, but | don't think it'll do any good." 
A rider has to give his best, slip the 
punches, and keep slugging. 

"| don't care how popular you are or 
how well you've done in the past; if you go 
to a race and don't do well, you're just not 
going to make any money that day. If 
you're not rollin’, not doing well, you're 
going to have to back off." When things 
arent going just right for Gary, he tightens 
the purse strings. In many cases it means 
carrying fewer spares, passing up expen- 


Sive restaurants and camping at the track. 


Sponsorship money helps, but rarely, if 
ever, do sponsors hand out cash without 
first being persuaded to do so. A profes- 
sional promotion package and a lot of leg 
work will usually yield a few sponsorship 
dollars each season. Gary's sponsors, 


` K&K Motorcycle Supply and Jack Size- 


more Motorhomes, absorb about half of 
his seasonal expenses. "It might not 
sound like a lot," says Gary, "but if you 
don't do well for a couple of weeks, you're 





not that much farther into the hole." 

A factory ride is the most secure way to 
go racing, but for a fiercely independent 
individual like Scott, you pay for the fac- 
tory ride with your peace of mind. Gary left 
Harley-Davidson at the end of 1975 after 
winning the National Championship. 
Scott wanted to control his racing career, 
front to back. He prefers doing things his 
way; he's a natural-born privateer. 

During the 1977 season, Gary enjoyed 
the best of both worlds: he ran his own 
show with plenty of money from Evel 
Knievel. The Scott/Knievel connection 
was made through Skip Van Leeuwen, a 
long-time friend of Gary's. Van Leeuwen, 
an ex-racer, had a small accessory dis- 
tributing company. One of the products in 
his line was Revco helmets, a company 
that was already helping Gary with some 
sponsorship money. Skip had known Evel 
Knievel for some time; and when he 
learned that Evel planned to introduce an 
Evel Knievel helmet made by Revco, he 
planted the Gary Scott sponsorship seed 
in Evel's marketing scheme. At Ascot dur- 
ing the 1976 season, Evel approached 
Gary in the staging area just before the 
main event. "He said that he liked what | 
was doing, standing up for what | thought . 
was right and stuff. He handed me this 
check folded over. | shook his.hand and . 
told him thanks. He walked away, and | 
figured it would be a check for a couple 
hundred dollars." 

No one simply walks up to a rider and 
hands him a check with no strings at- 
tached. A few hundred dollars would have 
been just great and five hundred fantastic. 
"When | opened it up and saw it was five 
thousand, | about fell over." Gary won the 
main event that night. The fairytale bubble 
burst when life grew more and more diffi- 
cult for Evel late in 1977; the IRS wanted 
its back taxes, and Knievel had battled his 
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The Vindicator 


If the fairing below strongly resembles our 
famous Windjammer, it's no coincidence. In 
fact, we're proud to say that our Vindicator is 
every bit as good in both quality and design as 
our highly acclaimed Windjammer? It offers to- 
day’s best aerodynamics, along with functional 
storage and excellent styling at a truly reason- 
able price. 

Perhaps the Vindicator is best described as a 
no-frills Windjammer at a no-frills price. It 
comes with the exclusive Vetter hardware 
mounting system and is available to fit a wide 
selection of today's leading motorcycles — how 
about yours? 

Check out the Vindicator and all the Vetter 
motorcycle components at your local dealer, or 
send $1 for our new 20-page catalog: 1150 
Laurel Lane, San Luis Obispo, CA 94301. 





First to do it right 











VRROOOM TO SPARE. 


Iftheresonething weve learned 
in building high-performance 
streetbikes, it's never to forget 
where they do their high per- 
forming. 

Because on the street, how 
well a motorcycle performs is 
often a function of much more 
than a quick quarter mile. 

It translates into such mat- 
ters as sailing into a stiff head- 
wind. And packing enough 
mid-range wallop to pass a 
diesel double-tanker on the 
downside of a mountain. 

With this in mind, we 
designed thenew XS Eleven 
and XS750togobeyond СТ 
sheer speed. 
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‘True, the output of their 
respective engines is awesome. 
The Eleven's 1101cc, DOHC, 
four-cylinder with TCI and 
vacuum advance is a techno- 
logical marvel. And the 750's 
potent triple is more than a 
match for any four-cylinder 
750 anywhere. 

Yet even with all that power, 
they're still the leanest, lithest 
designs in their classes. And 
their remarkably light, narrow 
frames make these already 
agile handlers even more so. 






YAMAHA, UNCHAINED. 
On top of all that, when our 
engineers conceived the Eleven 
and 750, they incorporated a 
unique advance in chain tech- 
nology. 

They threw them away. 

And in their place, affixed 
Yamaha’s sophisticated, su- 
perbly efficient shaft drive. 

Quiet, clean, and virtually 
maintenance-free, this fully- 
enclosed drive train hitches up 
with constant-mesh, five-speed 
transmissions to provide an 
incredibly smooth, steady power 
transfer. Mile after mile. 

After mile. 






VRROOOM WITH A VIEW. 


The Eleven and 750 are 
not only fine streetbikes. For 
touring, they're proof positive 
that getting there can be a lot 
more than half the fun. 

"They both deliver enough 
ready power to transport you, 
a cohort and a full load of gear 
over any route you care to travel. 

Forks and shocks are com- 
pletely adjustable. The big, 
two-tiered seats are generously 
padded. And our smooth, silent 


shaft drive is particularly suited 
for the long haul. 

Other roadworthy features: 
Cast alloy wheels. Self-cancel- 
ling turn signals. Full instru- 
mentation. Quartz-halogen 
headlights. 


PACKAGE TOUR. 


If we've managed to sell you on 
touring on an Eleven or 750, 
here's another idea: 
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The Yamaha Touring 
Package, consisting of a sleek, 
color-coordinated, genuine 
Yamaha fairing. A thickly 
padded, deeply-contoured two- 
passenger seat. Rugged, extra- 
wide saddlebags. And a chrome 
luggage carrier with padded 
backrest. 

Tàke a good, hard look at 
the new XS Eleven and XS750. 
"They're two streetbikes 
that really are designed for the 

street. Any street. 

From on-ramp to fast lane. 

From Oregon to Maine. 


eee, Men you know how they're built 
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CYCLE ROAD TEST 


Although the new CB750F has 
four cylinders, four valves per 
cylinder and double overhead 

camshafts, it is neither a street- 

going RCB nor a sawed-off 
CBX. No indeed. The F is its 
own motorcycle, with its own 
great strengths: speed, handling, 
cornering clearance, reasonable 
weight and a long, long future. 


HONDR 
CB/50F 


€ BETWEEN THE TIME IT WAS INTRODUCED 
to America's motorcyclists in 1969 until its 
discontinuation in October of 1978, more 
than 400,000 Honda CB750s were sold. 
That's 44,000 per year for nine years, or 
125 per day for 3200 consecutive days. 
Beyond the quantities in which it sold, the 
750 left tracks across motorcycling so 
significant that as early as 1972, it was 
becoming identified as a classic. It was 
modern motorcycling's first four-cylinder; 
it had motorcycling's first production disc 
brake; it was the first Japanese motorcy- 
cle to win the Daytona 200; it created R.C. 
Engineering, Action Fours, and countless 
other speed and accessory concerns— 
including dozens of exhaust system 
builders; the timing of its introduction was 
Such that it helped to flip the British motor- 
cycle industry over on its back; and it 
cleared the way for the multi-cylinder Jap- 
anese four-strokes that followed, like the 
Kawasaki Z-1, the Yamaha XS750D triple 
and the Suzuki GS750. 

Most importantly, the Honda CB750 
introduced America's street-going motor- 
cyclists to a level of function so superior to 
what had gone before that all of a sudden 
there had to be new and mystic reasons 
given for buying anything else. 
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The Honda CB750 was not eternal, nor 
was it ever intended to be. The 1978 K and 
F models have been replaced for 1979 by 
bikes which carry the same identification 
tag but which in all other aspects are 
completely different. Except for some fas- 
teners and an oil seal or two, the new 
CB750s use no parts from the old, nor do 
they borrow heavily enough from the CBX 
to be identified as a four-cylinder version 
of that bike, nor do they incorporate 
enough brand new stuff to be called revo- 
lutionary. Rather, the new CBs amalga- 
mate the highest technology from a 
number of other Honda models into pack- 
ages which are comparatively light, 
smooth-running, fast, versatile and eco- 
nomical. 

There are no substantial differences 
between the CB750K and the 750K Lim- 
ited Edition. The Limited, which commem- 
orates the tenth year of CB750s, has 
special paint, polish, chrome and striping; 
reversed, highlighted Comstar spokes; a 
special seat; and a bas-relief trifle on the 
side cover. 

The 750F, on the other hand, differs 
from standard in certain carb jetting par- 
ticulars, in bodywork and paint scheme, in 
exhaust and muffler arrangement, in 
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weight, in power output, in front brake and 
fork execution, in rear brake type, in 
wheel design, in price, tires and in perfor- 
mance. It is Honda's version of a "Super 
Sport"—and more detailed than most. 
The most significant details are these: 
the new Honda CB750F is the fastest 750 
on the market, and except for the 1973 
Kawasaki H2 three-cylinder two-stroke, 
it's the fastest 750 ever made commer- 
cially available; and the F is more than a 
handling match for the Suzuki GS750, its 
superiority resulting from a notable cor- 
nering clearance advantage. 
Cycle's last test of a rocker-arm Honda 
750 (a 1978 model) was published in the 
April, 1977 issue. Comparisons between 
that bike's dynamometer figures and the 
new CB750F's are revealing. The new 
engine is stronger than the old by 4.62 
peak horsepower and 2.22 Ibs/ft of 
torque. In the horsepower envelope ex- 
tending from 7000 to 9500 rpm, the new 
750 is 6.4 per cent stronger than the 
single-cammer, its average midrange 
torque figures (from 4000 to 6500 rpm) 
are superior by 6.1 per cent, and its 
average midrange power numbers higher 
by 6.3 per cent. 
Despite the number of its camshafts 
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(two) and valves (16), and despite the fact 
that the new engine is a wet-sump design, 
the F-engine weighs 197 pounds, a mere 
six pounds more than its predecessor. It is 
1.5 inches narrower than the single-cam- 
mer (1.25 inches came off the alternator 
side, and a quarter-inch from the ignition 
side), the new cylinder is one-half inch 
leaner front-to-back, and total engine 
length, measured between crankcase 
mating surfaces, is one-half inch shorter. 

Although Honda never sets out to build 
an engine (or anything else) for all ages, 
the new 750 powerplant is technically 
forward enough to remain current for 
several years. Down in the basement the 
old CB's double-row primary chain has 
been replaced by the 750 Automatic's 
29mm-wide (across the pins) Hy-Vo-type 
primary. It carries power from the crank 
back to a jackshaft, the right end of which 
drives the clutch with a 23-tooth gear 
equipped with an external 24-tooth 
spring-loaded damper gear. This arrange- 
ment reduces the noise and backlash 
inherent in any straight-cut gear pair by 
making sure that the driving gear retains 
perfect mesh with the driven gear under 
all circumstances. The jackshaft's left end 
drives the oil pump. Between the two ends 
is the kind of vane-and-rubber-cushion 
damper first seen on the CB500F. Wholly 
contained in a sturdy steel cannister, the 
damper works exactly like a vane-type 
cush rear hub: drive vanes rotate driven 
vanec separated from each other by elas- 
tic cushions. (Suzuki and Yamaha shaft- 
drive bikes have the same sort of damping 
arrangement, incidentally. But instead of 
vanes and cushions, they use ramped 
couplers whose excursions are controlled 
by a spring in Suzuki's case and Belville 
washers in Yamaha’s.) 

One of the most pleasant characteris- 
tics of the new F is the luxuriously broad 
engagement point of its clutch. This is 
achieved by adding to the clutch pack 
what Honda calls an expander plate. The 
expander is in effect two steel or "drive" 
plates riveted together with eight blade 
springs captured between them. The ex- 
pander's compressibility cleans up disen- 
gagement, aids in the achievement of 
neutral and reduces clutch: noise, in addi- 
tion to taking the lurch out of engage- 
ment. Its only drawback is that it produces 
a certain mushiness under maximum ac- 
celeration conditions that added possibly 
a tenth or two to the bike's quarter-mile 
elapsed times. 

The clutch feeds power to a transmis- 
sion that is entirely Honda-conventional. 
The mainshaft spins on ball bearings; the 
countershaft is carried on a needle bear- 
ing on the clutch side and on a double row 
of balls just inside the drive sprocket. The 
only trick in the gearbox concerns the 
mainshaft's third gear and the coun- 
tershaft's fifth gear. They're both excep- 
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tionally dark in color, resulting from 
special heat treatment. In Honda's view 
these two gears are the most heavily- 
stressed in the entire transmission, be- 
cause they comprise the pair represent- 
ing fifth gear (third provides engagement 
for fifth on the mainshaft). 

The F’s crankshaft is notable in several 
particulars. While its five main bearings 
are made from ordinary babbit insert ma- 
terial, its rod bearings are Kelmet-type. 
Kelmet contains a higher percentage of 
tin and lead. First used on the 750F2, 
Kelmet rod bearings are now used on 
every Honda approaching or exceeding 
100 hp/liter. At almost 87 hp/liter at the 
rear wheel, the F certainly qualifies. (So 
does the CBX, which makes 82 hp/liter at 
the rear wheel.) 

To achieve better left-to-right weight 
distribution, the new. F's ignition timing 
apparatus and alternator have been 
swapped; the alternator is carried on the 
crank’s right end, the ignition rotor on the 
left. To control engine width as much as 
possible, the rather bulky alternator ro- 
tor’s interior intrudes inward, hanging 
over the crankcases’ parting seam and 
making case disassembly impossible 
without first removing it. It helps—the 
750F engine isn’t excessively beamy by 
four-cylinder standards—but a more ele- 
gant solution would have located the igni- 
tion and alternator on the jackshaft. The 
opportunity was there; the 750 is, after all, 
an entirely new engine. But because of 
characteristic four-cylinder torsional, 
torque and smoothness problems, the 
alternator is where it is—on the end of the 
crank. Crankshaft counterweighting is 
light; the crank needs the alternator’s 
torque storage capacity. 

Just inboard of the number two cylin- 
der's interior main bearing is the sprocket 
driving the Hy-Vo-type exhaust camshaft. 
Like the CBX, the F has two cam chains. A 
chain from the crank turns the exhaust 
camshaft; the exhaust uses another, 
shorter chain to rotate the inlet camshaft. 
The two-chain design aids timing ac- 
curacy, improves reliability (although re- 
cent single cam chains as found in 
Yamahas, Suzukis and Kawasakis have 
been wonderfully reliable), and reduces 
the cylinder’s front-to-back dimension. 
Because of their length, the CBX’s cam- 
shafts are two-piece, joined with Oldham 
couplers. The 750 cams are ordinary in 
length, and they are manufactured in sin- 
gle pieces. Each cam chain has its own 
spring-loaded tensioner; the primary 
chain has a hydraulic tensioner which 
uses several parts from the CBX. 

Having developed high-performance 
four-valve technology for the six-cylinder, 
Honda saw no need to deviate from it on 
behalf of the 750. Valve stem seals, valve 
springs and collars, buckets, and shims 
are all interchangeable between the two 
models. There are enough differences 
between the valves for separate part num- 
bers, but head diameters—25mm inlet, 


22mm exhaust—are identical, as is the 
63° included angle between them. 

In terms of valve action, however, the 
CBX and the 750F share only one specifi- 
cation: exhaust valve lift (7.58mm, includ- 
ing the clearance dimension). The CBX 
moves its inlet valves 8.38mm compared 
to the 750's 8.08mm; the six-cylinder and 
the 750 open the inlets at the same time— 
five degrees before top center—but the 
CBX closes them five degrees later; and 
while both bikes’ exhaust valves close at 
five degrees after top center, the F- 
model's exhausts open five degrees later. 

Judging by valve action it seems appar- 
ent that the CBX has been designed to be 
more of a hot-rod than the 750—yet in 
terms of specific output, the 750 is higher 
up the performance curve. On a horse- 
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power-per-liter basis the 750 is 4.8 per 
cent hotter than the Six. Where does the 
advantage come from? Breathing. The 
Six’s 28mm carburetors are offset from 
their respective inlet port centerlines by 
varying amounts, the offsets being the 
most severe on the outside cylinders. But 
the 750 has only four cylinders; while its 
carburetors are offset to keep them from 
interfering with the rider's knees, they are 
not so severely skewed as on the CBX. 
Also the 750's 30mm Keihins provide 15 
per cent more nominal carburetor inlet 
area per cylinder than the CBX's 28s. This 
breathing superiority is borne out on the 
dynamometer. The CBX peaks at 9000 
rpm and falls off significantly at 9500 rpm; 
the F produces its peak power at both 
9000 and 9500 rpm (64.72 hp), drops only 
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to 63.60 at 10,000, and is still making 
63.34 at 10,500 rpm. 

Much as the 750's combustion cham- 
ber design matches that of the CBX, the 
F's piston crowns are slightly different. 
The Six's pistons are simply angle-milled 
in those areas corresponding with the 
valve heads; the F's pistons are distinctly 
eyebrowed for valve clearance, which 
suggests tighter squish clearances. Both 
are ART semi-slipper, three-ring castings. 
Rods are similar in design but vary in 
dimension, and the F rods have small 
drillways on the shoulder inboard of the 
rod bolts. These drillways bleed oil from 
the rod bearings and squirt it up into the 
interiors of the pistons, providing addi- 
tional wrist pin lubrication and reducing 
under-crown temperatures. 


There is nothing in the chassis specifi- 
cations, materials, geometry or suspen- 
sion which might provide an explanation 
for the 750F's excellent high-speed cor- 
nering stability. In fact, one might suspect 
after checking out the important details 
that the bike would be ordinary, or a little 
worse. The F's front fork uses 35mm 
stanchions and carries two brake rotors 
and calipers. Geometry—27.5 degrees of 
rake, 4.5 inches of trail—is identical to the 
old single-cammer’s; wheelbase is less 
than an inch longer; its FVQ shocks are 
hardly impressive enough to cause such 
aftermarket manufacturers as S&W to fall 
on their damper rods; and swing-arm 
bushing material—oilless nylon—is a long 
way from the rolling element bearings 
used by Kawasaki, Suzuki and Yamaha. 
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Timken steering head bearings are used, 
which helps, but we suspect that chassis 
rigidity—resulting from frame downtubes 
with 0.4mm greater wall thickness than 
those used in the K or Limited Edition 
models—has something to do with it, as 
do the all-aluminum wheels and tubeless 
tires fitted. During testing at a high-speed 
race track the F was noticeably steadier 
than the Limited (which has the Comstar 
wheels but not the extra-thickness frame 
tubes), and miles ahead of a wobbly K, 
which is similar to the Limited except for 
its wire spoked wheels. For convenience 
the 750s all have removable right-side 
frame rails, and all are fitted with upper 
side rails necessarily arched to provide 
enough room for the cam covers to be 
taken off without removing the engine. 
(Such was not the case with the single- 
cammers, incidentally. The old 750s had 
rocker arms, and valve lash could be set 
by removing plugs which screwed into the 
cam cover.) 

Insufficient steering-head gusseting 
traditionally has been blamed for certain 
Japanese motorcycle handling oddities. 
The F-model is innocent. The bike's main 
backbone member, its two side rails and 
its downtubes are tied together so elabo- 
rately that the area beneath the fuel tank 
is almost monocoque in appearance. The 
downtubes are cross-braced, a large 
chunk of steel grows off the brace to 
support the lower portion of the steering 





The 750F makes more power per liter than does the CBX; better cylinder head 
flow, larger carburetors and less manifold offset are the essential reasons why. 
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Valve seats are keyed into aluminum head material. 
Included angle between valves—63? —is same as CBX. 


head, a pair of generous stamped steel 
braces reinforces the connection be- 
tween the backbone and the upper part of 
the steering head, and the backbone and 
the side rails are linked with a two-plane 
stamping forward and a larger mono- 
coque piece aft. Too, the removable right 
sub-engine rail means that the engine can 
be installed without leaving a lot of work- 
ing space here and there; consequently 
the engine can do a better job of holding 
everything together. 

"Together" is the word which best de- 
scribes the F's high-speed behavior. 
There is a particular corner on the race 
track where we took the F that has 
stripped any number of test bikes right to 
the bone. It is a smooth right-hand 
sweeper of large radius; approached from 
a downhill run, it can be taken wide-open 
in fifth gear. Few bikes are up to it; most 
fall victim to the kind of wallowing that 


Side rails are arched to provide 
removal clearance for F's 
CBX-ish cam cover. 





The F's valve adjusters will need a on at 400 
Honda tradition, camshafts spin directly on the aluminum material of the head. 










causes hardware to spark against the 
pavement and throttles to be eased off. 
The F spent the better part of a day 
negotiating that turn in fifth gear with 9100 
rpm showing on the tachometer (118 
mph); not once did it become queasy, 
loose or unsettled. 

You may question the value of going to 
that kind of extreme to determine the 
character of a bike built for the street; so 
do we. But it's fair to say that if the 750F 
can handle Turn Eight at Willow Springs, 
then it's likely to countenance any reason- 
able high-speed street circumstance. 

At least as long as the shocks stay 
fresh, something that Honda's FVQs have 
yet to prove they can do. Kayaba has 
developed air-assisted front forks for 
some Kawasakis, Suzukis and Yamahas, 
and adjustable rear dampers for the Ya- 
maha XS Eleven Special and for the 
Suzuki GS1000. Showa has yet to do the 
same for Honda, and while we cannot 
criticize the performance of the suspen- 
sion hardware on the 750F—either on the 





F's inlet valve has same head diameter as CBX's, and 
uses the same springs, collars, shims and buckets. 
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Forged rods use the fancy Kelmet bearings reserved 
for Honda's high-output engines. Rod bolts are CBX. 


Perhaps the most sophisticated engine part of all, the 
F's air-box filters, separates, quiets and de-smogs. 





Accelerator pump Keihins produce good transitional 
response, excellent mileage anda lean cruising mixture. 





The F's front brake assembly was powerful but given 
to surging. Spokes are aluminum; tires are tubeless. 
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Oil bled from the rod bearing blasts ‘throug! this jet 
and cools the underside of the piston and pistonpin. 


track or on the street—we wonder how 
much longer Honda will persist with first- 
generation design in this area when its 
main competitors are rapidly moving 
ahead. 

The 750’s fork looks for all the world 
exactly like the one fitted to the front of the 
СВХ; it isn’t. The CBX uses longer fork 
pipes, and its two-stage springs have an 
average rate of 55.8 Ib/in, while the 
springs in the F average 40.6 Ib/in (the old 
750's fork springs averaged 40.7 Ib/in). 
Front brake parts, however, are the same, 
and they have at least one characteristic 
in common. The last CBX we tested acted 
like it had a warped front rotor; at low 
speeds, application of the brake would 
result in surging deceleration. The 750F 
acts the same, and throws in some 
squeaks and squeals for good measure. 
Checking rotor run-out with a dial indica- 
tor, maximum runout was .004-inch, and 
that was on the rear disc. Since .004-inch 
isn't enough to cause the kind of brake 
surge we experienced, we'll have to admit 
we don't know where it came from. 

The F has cornering clearance to 
match its handling capabilities. The clear- 


F's sump has beveled flanks for header pipe room, a 
guarded drain plug and a pry-block (top). On the 
inside (above), the pick-up area is heavily baffled. 
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Narrow-cheeked crankshaft uses 750A Hy-Vo-type 


chain to transmit power back to lash-damping jackshaft. 





Look familiar? Like CBX, the F drives its camshafts 
with a pair of Hy-Vo-type chains. Cams are one-piece. 


ance isn't there by accident. Unlike the K, 
the F routes its four-into-two exhaust 
pipes under the frame rails instead of 
alongside. A beveled sump makes room 
for them, and once we removed the side- 
stand, it became impossible to drag any- 
thing except the ends of the footpegs. 
That was at the track; on the street you 
won't even have to bother with the side- 
stand. The F has over 50 degrees of static, 
unimpaired lean angle—and it has the 
tires to go with it. The tubeless Bridge- 
stone Mag Mopus are genuinely excel- 
lent. Other motorcycle manufacturers 
tried the tubeless route for 1979, and 
some of them have pulled back. If they 
have done so for reasons concerning loss 
of air pressure, and if that loss has to do 
with the fact that they're using cast 
wheels, then let's hear it one more time for 
the Comstars. 

Comstar rims aren't cast; they're 


If the underside of the lower crankcase seems ready 
for an automatic transmission, that's because it is. 
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formed of extruded aluminum, which has 
none of the inherent porosity problems, 
nor the need for special sealants, com- 
mon to castings. The fact that the wheels 
are light and unhindered by the additional 
weight and friction-generated heat of 
tubes, must make them functionally supe- 
rior to any other wheel available. 
Emission controls are now part of the 


Make and model 
Price, estimated 


PERFORMANCE 
Standing start '4-mile 
Engine rpm @ 60 mph, top gear 
Average fuel consumption rate 
Cruising range, main/reserve 


Load capacity (GVWR less curb weight) 
Maximum speed in gears @ engine redline 
(2) 66.91, (3) 86.15, (4) 103.28, (5) 124.25 


ENGINE 





Honda's hasp, key and cap fuel filler apparatus may 
seem overcomplicated, but it is stylish — and safe. 


ELECTRICAL 
Power source 


12.59 sec. @ 107.39 mph 


4587 rpm 
46.23 mpg 
189.5/55.5 mi. 
373 Ibs. 
(1) 47.34, 


INSTRUMENTS 
Includes 


Speedometer error, 30 mph indicated, actual 


DOHC 4-cyl. 4-stroke, 4 valves per 
cylinder, wet sump, air-cooled, transversely mounted 


Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 
Exhaust system 
Ignition 

Air filtration 

Oil filtration 


41.35 Ibs/ft @ 7500 rpm 


TRANSMISSION 


5-speed constant mesh, wet multi-plate clutch 
Hy-Vo-type chain (1.166:1), 
spur gears (2.041:1) 

O-Ring #630 chain, 2.533:1 
(1) 15.25 (2) 10.79 (3) 8.38 


Primary drive 


Final drive 
Gear ratios, overall 


CHASSIS 


Mild-steel double-cradle, hydraulic front 
fork, swing arm-type rear fork 


Wheelbase 
Rake/trail 
Brake, front 
rear 
Wheel, front 


Bridgestone tubeless 3.25H19 4PR 
Bridgestone tubeless 4.00H18 4PR 


Seat height 
Ground clearance 


Fuel capacity, main/reserve ............. 


Curb weight, full tank 
Test weight 
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62 x 62mm (2.44 in. x 2.44 in.) 
749cc (45.70 cu. in.) 


(4) Keihin 30mm VB 


Transistorized, pointless, inductive 
Replaceable paper element 
Replaceable paper element 


27.5°/115mm (4.5 in.) 
Twin disc, hydraulic caliper, 92.2 sq. in. 
Single disc, hydraulic caliper, 50.8 sq. in. 


€" 4.1 gal/1.2 gal 
(15.5 liters/4.5 liters) 


60 mph indicated, actual 





deal. The numbers demonstrate that 
Honda can manufacture a hard-running, 
high-power 750; the seat of our pants tells 
us that it hasn't been easy. Like the CBX, 
the 750F uses accelerator-pump- 
equipped carburetors. The pumps do a 
good job of disguising low-speed-circuit 
leanness during acceleration, but it's 
there during cruising. The 750's engine 
sends up an impression of almost-detect- 
able over-leanness during steady-state, 
(Continued on page 136) 


0.26 kw/5000 rpm three-phase 
AC generator 

solid state rectifier/regulator 
12V-65W/50W 

12V-3cp x 2/32cp x 2 

12V 14AH 


Speedometer, odometer, trip-meter, 


indicator lights for oil pressure, neutral, high 


beam, turn signals 
28.94 mph 
58.17 mph 


CUSTOMER SERVICE CONTACT 
Customer Relations Dept. 


American Honda Motor Co. Inc. 


Four-into-two 
(213) 321-8680 


Engine 
Speed BHP 
2000.. 8.58 
2500..11.36 
16.80 
22.25 
26.25 


4.3 liters (4.5 qts.) 
64.72 @ 9500 rpm 


(4) 6.99 (5) 5.81 


100 W. Alondra Blvd. 
Gardena, Calif. 90247 


Torque 


22.53 
23.87 


Honda CB750F 
Test Conditions: 
Barometer 29.90 
Temperature 
68°F Wet 86°F Dry 
Correction Factor 1.054 
Date of Test: 11/22/78 
As Tested on the 
Dyno 
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TORQUE IN FOOT POUNDS 
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D.I.D. MT2.15 x 19 
D.I.D. MT2.15 x 18 








810mm (31.9 in.) 
145mm (5.7 in.) 








542 Ibs. (245.9 kg) 


702 Ibs.(318.4 kg)  RPMx100 20 




















CYCLE 





The time finally arrives when a 
tuner confronts the obvious in 
motorcycle road racing: Yamaha 
two-stroke TZ. But could a refugee 
from four-stroke desmodromic 
Superbike racing find speed and 
happiness mixed 16 to 1? 


By Phil Schilling 
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@ ONCE UPON A TIME, | REGARDED TWO- 
stroke engines as fit instruments of the 
devil, suitable playthings for the likes of 
Gordon Jennings and other misfits intent 
upon self-abuse. My contempt had a basis 
in fact, clear and manifest: it was an open- 
and-shut case of attempted murder by my 
125cc J-Be Sachs. That miserable little 
perpetrator seized solid at 55 mph—in a 
corner, mind you — with no greater 
provocation than my cracking the throttle 
open in top cog. Never mind that this life- 
threatening event occurred in 1959; | re- 
call it vividly because the hot summer 
asphalt damn near melted my dime-store 
sunglasses and ground my nose down 
like an old pencil eraser. 

It was ten years—1969—before | could 
look at atwo-stroke barrel without hissing. 
In the 1970s technological progress gave 
scabby old bigots little to hate about two- 
strokes other than the blue haze from 
their tail pipes. Ring-dings powered some 
outstanding street bikes, became the en- 
gines for serious off-road sport, and got 
so fast in Grand Prix racing that four- 
stroke lovers had to invent the Superbike 
class. Understand that | still bear a 20- 
year grudge against that J-Be Sachs. But 
the 1978 racing season left me powerfully 
impressed by the contemporary racing 
two-stroke, especially the TZ250E Ya- 
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maha. It refused to bite its rider, embar- 
rass its tuner, befuddle Gordon Jennings, 
or even provide fodder for Cook Neilson's 
two-stroke jokes. 

Neilson retired his 883cc Ducati Desmo 
Superbike at the end of the 1977 racing 
reason and parked himself as well. Any- 
one reasonable enough to stop big-bore 
racing while still intact was not the sort to 
jump on a 250cc two-stroke that had been 
bought out of curiosity in order to be sub- 
jected to some babe-in-the-woods two 
stroke tuning. The situation required a 
young, enthusiastic, determined, talented 
beginner in good physical condition, 
someone who could tolerate racing's lit- 
eral ups-and-downs and endure the dis- 
mal poverty characteristic of most 
motorcycle racing. Enter 21-year-old 
Mark Homchick, a Southern California 
club racer who had managed to scrape 
together about three-quarters of a racing 
season in the course of two years. 

In exchange for three-thousand-odd 
late-model-type 1977 dollars, Yamaha 
provided one wooden crate complete 
with TZ250E contents. Unlike Superbike 
racing, where you construct your own go- 
fast device, the Yamaha came more or 
less ready to race. 

In racing there is no free lunch. Until 
you determine otherwise, one assumes 
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that anything that could have gone wrong 
already has. Don't bother thinking about a 
“ready-to-run” racer as anything other 
than a collection of parts, screwed to- 
gether in a convenient fashion for ship- 
ment. Were this not the case, then riders 
could go race, and tuners could spend 
weekends and weekday nights sniffing 
lacquer thinner and watching television. 
And what fun would that be? 

The TZ Yamahas reward precision and 
accuracy; the bikes do not suffer careless 
or foolish tuners. When painstakingly as- 
sembled, the engines can be remarkably 
fast and reliable, provided the tuner 
doesn't do something stupid at the 
racetrack. You must work with the care 
and precision of a bomb-squad captain. 
Without instruments to establish correct 
piston clearances, for example, race tun- 
ing a TZ250 would be a by-luck-or-be- 
gone proposition. Yamaha specifies an 
assembled piston-to-wall clearance of 
0.0016- to 0.0019-inch. The range 
amounts to 0.0003-inch, and that de- 
mands a good micrometer and bore 
gauge—and a willingness to use them to 
measure pistons and cylinders. The max- 
imum service limit runs to 0.0031-inch, so 
the full swing on measurement works out 
to 0.0015-inch. If you're accustomed to 
setting ignition points without quarreling 
over a couple or three thousandths, you 
should forget about high-performance 
two-stroke tuning. 

Yamaha stamps individual pistons and 
barrels with sizing numbers. There are 
"96" (53.96mm) and “97” and “98” 
pistons; larger pistons have larger num- 
bers. And the individual cylinders likewise 
have code numbers; you might get a 
barrel with the left cylinder stamped 005 
(54.005mm) and the right 008. The bore of 
a so-called triple-zero cylinder (never saw 
one) measures exactly 54.000 millimeters. 
Braver souls than | (with riders braver 
than Homchick) are willing to "fit" pistons 


To measure is to know. (Left) Micrometer measures 
the piston. (Center) The bore gauge is setto the piston 
diameter and gauge's dial-indicator face is zeroed. 
(Right) Gauge measures the cylinder, and indicator 
shows the exact piston -to-cylinder wall clearance. 
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to barrels strictly by the numbers, match- 
ing up, let us say, a 53.96mm piston with a 
54.005mm cylinder in order to get a clear- 
ance of 0.045mm or 0.001772-inch. That's 
neat assuming you want to trust someone 
else. But if you had a big 96 piston and a 
small 005 barrel, you could conceivably 
have less than 0.0016-inch clearance. 
And that's supposing no one mis-marked 
or mis-measured any of the components. 

The importance of doing everything 
yourself soon became clear. Without even 
starting the motorcycle, the engine was 
pulled apart upon arrival at Cycle Maga- 
zine's shop. (The motorcycles are run at a 


а с BITES 
"| was never so confident 
and trusting in the equip- 

ment as Homchick, but 
that just demonstrates 
how far a Novice 
rider will go to avoid 
building his own engine." 
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test track in Japan before shipment.) The 
piston fit was loose. The rattlers were 
banging around in the bores at more than 
.0035-inch; they were toss-aways. In addi- 
tion, the pistons and rings had been well 
and truly chewed by the sharp edges of 
the intake and exhaust ports. 

TZ250 Yamahas have chrome-plated 
aluminum bores. The edges of port win- 
dows, though they may look smooth to the 
naked eye, are quite ragged, and these 
edges severely mutilate the single piston 
rings and prevent them from seating in— 
or, once seated, very quickly destroy an 
effective seal. The edges can be 
smoothed and rounded by working pa- 
tiently with an Arkansas stone, presum- 
ably so named because this white, fine- 
grained stone is quarried in Arkansas. 
Despite my fears of stoning through the 
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chrome, Jennings said not-to-worry. Sure 
enough, he was right: the chrome was a 
lot tougher than the stone. After three or 
four evenings of work the jagged edges of 
the ports were smoothed out, and the 
stone which originally had the shape and 
size of a 100mm cigarette had been bro- 
ken in three parts. A sensitive fingernail, 
run along the port-window edges, could 
detect any remaining little jags in need of 
work. Failing that, once the engine is run, 
the piston rings show shiny nicks in those 
places where the odd sharp edge was 
stabbing the ring. 

The bore gauge showed that the cylin- 
ders were straight and round. That was 
generally true of two extra barrels in stock 
for the season; the worst individual cylin- 
der opened .0004-inch at its bottom, 
though in truth the best barrel was the one 
delivered on the bike. Incidentally, ring 
gap always fell outside the factory toler- 
ance of .018-inch; characteristically the 
end gaps were .021-inch to .024-inch all 
season long, a problem for which no 
solution was found. 

Measuring the squish-band clearance 
with both clay and tin solder revealed 
piston-to-head clearance of .060- to .065- 
inch, at least .020-inch too much for the 
squish band to work well. Before chang- 
ing anything in the head, it made sense to 
run the motorcycle pretty much stock. We 
did check the volumes of the combustion 
chambers with the head off to make sure 
both chambers displaced the same vol- 
ume. With the spark plugs in, the head 
was placed upside down and level on a 
workbench. A glass plate with a small hole 
in it was placed over a combustion cham- 
ber and a light oil was fed through the 
hole from a burette until the chamber was 
filled and the amount of oil consumed was 
noted. Each chamber was checked a half- 
dozen times; each displaced 12.2ccs. 
That was safe—there wasn't too much 
compression. 

With Daytona approaching, there 
wasn't time to do anything fancy with the 








barrel: no polishing or knife-edges. How- 
ever, transfer areas in the cases were 
carefully matched to the barrel, and a 
base gasket was modified to fit the new 
shapes. Even with powered grinders and 
rotary files, matching barrel and case 
proved to be a wearisome, nerve-wreck- 
ing task. 

The crankshaft, though it had run only a 
few miles in Japan, immediately left for 
Rennsportwerke and Jeff Bratton in Santa 
Clara, CA. Jeff had set up crankshafts for 
the 883cc Ducati Desmo in 1976/77, and 
he has had long experience in getting 
Yamaha cranks straight and true and 
keeping them that way. Simply because a 
crank is new is no guarantee it's right. 
Bratton has seen some new cranks with 
small-end side shake (that indicates the 
big-end radial clearance) up to .055-inch, 





Tapered 34mm Mikuni became a straight-bored 
35mm unit. Bore is nearly as wide as slide channel. 
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A fine-grained Arkansas stone was used to smooth 
port edges, saving rings and promoting good sealing. 


very close to what he considers a max- 
imum service limit of .060-inch. There 
have been differences in rod length eye- 
to-eye (.0193-inch on the same crank!) 
and rod weight (21.1 grams). The Yamaha 
crank is a pressed-together affair, and 
factory cranks are typically .003- to .004- 
inch outside true centers. There are other 
variations in crankpin diameters, tapers, 
crowns, etc. High-mileage TZ250s may 
develop radial cracks in the outer left-side 
crank wheel, in the fillet area where the 
axle joins the wheel. The same thing may 
happen in the inner female wheel on the 
right side. Bratton's magna-fluxing 
catches all this before it gets the rider. 
Bratton measures and matches every- 
thing, even the main-bearing rollers to 
their individual cage-slots. After truing the 
crank, it's settled in; then the wheels and 
pins are spot-welded to help hold the 
crank in alignment. 

If Bratton's name is familiar to those 
who followed the Ducati Desmo Projectus 
Magnamus, here's another one for you: 
Bob Gorsuch at Excello Plating in Glen- 
dale, CA. You'll remember him as the 
Magnaflux, Zy-Glo, Ever-Lube King of 
Ducati racing. Gorsuch subjected every 
piston that went into the Yamaha to Zy- 






242 
Worm's-eye view of а transfer area shows match 
between case, gasket and the very standard cylinder. 


At = 2 
This close up of the top edge of the cylinder shows 
a broken, blasted surface —the result of detonation. 








P e Я y БЯ č I 
Perimeter of a combustion chamber shows a broken 
edge and the metal nibbled out by devilish detonation. 
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Glo. A piston that develops cracks after 
some racing miles could well be—in Bob's 
apt words—a "pre-broken" part, so our 
enthusiasm for inspection was well 
placed. Our interest intensified when Bob 
uncovered one defective piston in our first 
batch of eight. 

The whole issue of carburetion offered 
some real alternatives. The E-type came 
equipped with 34mm taper-bore Mikunis. 
But the hot tip in carburetion for a year or 
so had been straight-bore 36mm Lec- 
trons. Too many people who knew what 
they were doing with 250 Yamaha en- 
gines—like Doug Teague—had used Lec- 
trons successfully. Properly set-up Lec- 
trons allow TZ250s to pull strongly and 
crisply out of corners; there's no hesita- 
tion or softness that's usually associated 
with 34mm Mikunis which always seem to 
carburet rich in the upper mid-range. 
Thirty-six millimeter Mikunis (which have 
larger carb bodies than the 34mm instru- 
ments) were also reputed to work better 
than the stock devices. 

The alternative we selected was the 
least expensive and esoteric modification. 
The standard Mikunis were straight-bored 
to 35mm essentially removing the taper in 
the venturi. There were two reasons why 
this approach was taken; and those could 
be subsumed under the headings of “Erv 
Kanemoto" and "Gordon Jennings." Erv 
has enlarged carburetors in the past; he's 
careful to isolate variables, and that gives 
his advice a lot of real-world predictive 





Ignition pick-up was moved away from rotor, by filing 
backside of stanchion and epoxying the front edges. 





Bottom case shows channels that main-bearing pins 
began to dig. In place are the machine screw stops. 
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power. Erv figured the 35mm strategy was 
a good bet since the barrel and pipes 
would remain stock. 

Jennings, on'the other hand, hasn't 
hung around racetracks for five years, but 
he has spent enough time in close obser- 
vation of racing two-strokes and enough 
hours on a flow bench to encourage the 
35mm bore job. Jennings had observed 
that contemporary engineering has 
matched the cross-sectional area of the 
carburetor throat closely to the area of the 
intake port window. The 34mm carbs, 
viewed in this perspective, were small. 
Furthermore, with its 34mm carburetors 
the Yamaha had something akin to a 
backwards megaphone on the intake 
side, an unappealing intake design fea- 
ture in an engine that relies so heavily on 
pulsations to create power. Opening the 
carbs up to 35mm would more nearly 
match the cross-sectional areas of carbs 
and intake port windows, and it would 
diminish the contra-megaphone effect. 

Jennings' flow-testing had demon- 
strated something else. A straight-bore 
35mm could not only flow more air than a 
34mm bore thanks to the greater area of 
the modified carb, but it also could flow 
more air for its size than a 36mm carbure- 
tor. Why? The 35mm carburetor, which 
has the largest bore for its body size, has a 
much cleaner internal shape—especially 
in the slide area—than a large-body 36mm 
Mikuni, which does duty for much bigger 
bores. The 36mm Mikuni has larger dis- 
ruptions in the throat area of its slide 
cavity than those in a bored-out 34mm 
Mikuni. The airflow is therefore cleaner in 
the small-body 35mm instrument because 
the slide cavity walls don't have deep 
depressions in them. 

One further note. Jewel Hendricks, Ma- 
chinist to Nearly Everybody, bored each 
34mm Mikuni off-center; that is, the cen- 
ter of his bore was slightly above the 
center of the old bore. He did this to leave 
a slight groove for the slide's trailing edge 
in the floor of the throat so that the slide 
would close normally. 

(Continued on page 67) 





After a lot of hard miles, the piston shows minimal 


blow-by and a little scuffing roughness at the bottom. 
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Novice Up: Mark Homchick, start line, Sears Point 
National. He won. It was his eighth ride on the TZ. 





Novice Down: Daytona. Second ride on the TZ. Three 
crashes. Two fairings. Great speed, greater expenses! 





Jeff Bratton (RSW) magnafluxed, measured, 
matched, balanced, trued and settled all the cranks. 
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Suzuki 
unchainsa 
beautiful 
beast... 














When it comes to all-around Unbeatable Suspension. 


performance, nobody out- Except for Suzuki's GS-1000, there i 

performs Suzuki. isnt a bike made that can match e 
Case in point The new GS-850 the suspension system. Front air 

Shatt. forks are infinitely adjustable. And 


Smooth Shaft. One of the best 
things about the innovative Suzuki 
Shatt is something it doesnt have. | 
Namely, the slack and rough em | 
torque reaction often found on Jn 
other shaft drives. The Suzuki Shatt 
is extraordinarily smooth and 
responsive. 
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the rear shocks come with 4-way 
adjustable rebound dampers and 
5 load settings. Beautifully bal- 
anced design and light but rigid 
chassis further contribute to its 
smooth ride and nimble handling 
4-Stroke Masterpiece. All the 
knowhow gained from building 
Suzuki's famed 4-stroke engines 


has gone into this mighty 4-cylinder 


DOHC mill. Which means it 
has such refinements as a roller 


bearing crankshaft for high-RPM 
performance. Helical cut gears to 
keep things quiet. And a cam 
chain tensioner that works 
automatically. 

Triple Discs. There's plenty of 
stop-power to go along with its go- 
power. Double disc brakes are 
standard up front along with a big 
disc in back. 

Fully Dressed. As you might 
expect from a bike this well-built, 
its also well-equipped. Here are 
just a few of its many fancy fea- 
tures: Sporty mag-type wheels, 


high-performance tires, custom 
dual saddle, electric terminal for 
accessories, digital gear indicator, 
electric fuel gauge, touring-size 
5.8 gallon tank and self-cancelling 
turn signals. 

When you add it all up, we 
think you'll own this beautiful 
machine the same way we built it: 
With pride. 














Engine Type { 
Four-stroke, DOHC, four cylinders 
Displacement 
843cc (51.4 cu in) 
Carburetor 
Four, Mikuni VM26SS 
Compression Ratio 

Smooth Suzuki Shaft. 8.81 
Bore and Stroke 


Because of a unique space-saving 'shaft within { ` 690mm x56.4mm 
a shaft design, no chains or additional gears n [ең сүөм 
are needed. Thus, drive line slack is minimized. а 
Drive shaft universal is pre-lubed and sealed at : 5-speed, constant mesh 
it 1 Suspension: 
the factory so it's maintenance free. caldi ori 
Air, оћ-датреа 
. Rear Swing Arm 
Oil-Hamped, 5 load settings, 
4 damping adjustments 
_ Ground Clearance 
160mm (6.3 in) 
Brakes: Front 
Hydraulic Calne double discs 


а pure disc 
Tires: Front i 
3.50 H19-4PR 


Rear 

4.50 H17-4PR 

Lubrication System 
Wet sump 

Fuel Tank Capacity 

22 lit (5.8 gal) 
Engine Oil Capacity 

2.8 lit (2.9 qt) 


Length 
2,230mm (878 in) 


190mm (46.9 in) 
Wheelbase 
1,500mm (59.1 in) 
Dry Weight 
253 kg (558 Ibs) 
Colors 
Black, Maroon, Blue 









Suzuki. The performer. 


Ride safely: wear a helmet, eye protection and appropriate riding apparel. Member Motorcycle Satety Foundation. 


CIRCLE NO. 38 ON READER SERVICE PAGE. 














THE TZ PAPERS ...... Continued from page 62 

Jennings' flow-bench work suggested 
how the carburetor entry-ways should be 
contoured. After doing little more than 
breaking the sharp outer edge of the 
entrance, the curve on the bellmouth en- 
try-way was begun on a very tight radius 
at the outer edge, and rolling into the carb 
throat the curve was opened up on ever 
increasing radii. Jennings was concerned 
that the very outer edge of the bellmouth 
not be rolled into a large-radius curve, 
something which would please the eye 
but offend the flow bench. 

Two internal changes were made to the 
carburetors. Needle jets went up one size 
(159-02 to 159-04) at Kanemoto's sugges- 
tion (with more air in transit through the 
carburetor, more gas is needed), and at 
the same time the standard needles were 
dropped down to their lowest possible 
position. The main jets, incidentally, 
ranged from 300 to 350 all season long. 

Those changes covered the engine de- 
partment; pipes, pistons, ignition, barrels 
remained stock. And so too did the run- 
ning chassis of the motorcycle, save the 
extravagance of Morris Magnesium 
wheels, а WMA4 on the front and WMS at 
the rear. No trick frames, no pinch-tail 
seats, no funny monoshock units. Mark 
rode on both Dunlop and Goodyear tires; 
his preference ran to 1951 Goodyears on 
the front and 1934s at the back. 

Daytona '78 was both educational and 
encouraging. It's always educational in 
the sense that you can learn a lot about a 
motorcycle in a short while, provided that 
you're not going to Speed Week to do 
your development work. That's the kiss of 
failure. Daytona was encouraging be- 
cause the bike—which was stock to our 
way of thinking—showed a good turn of 
speed: 140.4 mph through Daytona's 
speed traps, a speed that was about five 
clicks up on most other competitive 
Novice 250s—though well down on a few 
jets in the Expert class. Since Mark was a 
Novice, we were delighted. 

In truth, good streamlining probably 
accounted for some of the bike's top end: 
the large Don Vesco 250 fairing covered 
the bike and the five-eight, 140-pound 
rider quite well. Just how much was fair- 
ing and how much was engine we'll never 
know because we didn't have a smaller, 
narrower fairing to try. 

Two important lessons came out of 
Daytona. First, the motorcycle could not 
stand more than 1.75mm BTC ignition 
timing without detonating. Second, a cyl- 
inder could be detonating ever so 
slightly—enough to nibble a piston, com- 
bustion chamber and barrel in the course 
of 75 miles of racing—and no one, includ- 
ing Champion's Bobby Strahlmann, could 
read detonation on the plug. Pulling the 
cylinder head and looking at the parts was 
the only dead-sure way of knowing. 

In part the detonation problem was 
linked to my lack of some fixture with a 
sight-slot so that the ignition timing could 
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be set without parallax error. With the old 
naked-eyeball method, my error-factor in 
timing resets ran between 0.05mm or 
0.1mm. Depending upon how | was look- 
ing at the rotor and trigger-coil marks and 
in what light, | could wind up advancing 
the ignition one nit when | planned to 
retard it two. Having seen detonation in 
the practice pistons, the timing was 
bumped back to 1.7mm on the left, and 
what | thought was 1.7mm on the right. 
Surprise! The right was actually 1.85mm— 
with detonating results. 

Even so, the slight right-side detonation 
didn't seem to slow the bike appreciably in 
the 75-mile Novice event. Homchick 
needed some real speed; his 74th grid 
position (of 80 starters) testified to his 
error of crashing in his heat race. Having 
fought his way to sixth in the Main and 
ready to pounce on the fourth- and fifth- 
place riders, Mark got off the track, 
dropped the bike in a mudhole, lost all 
kinds of positions, returned to the fray, 
began repassing, and finished ninth. 

Before Daytona, fitting an alternative 
ignition system had greatly interested me 
since the standard Yamaha issue has had 
a reputation for failure, blinking off at 
times in a direction (advanced!) that 
would seize the engine. Even when firing 
away properly, the spark tracks on the 
plugs suggested the spark was none too 
strong. Moreover, the rotor would nick the 
trigger coils unless they were set back, 
away from the rotor. This required filing 
the backside of the trigger-coil plate and 
epoxy-filling the front side of the plate to 
maintain .018-inch clearance between ro- 
tor and trigger coil. 

Sebastian Giannini of TachMaster Igni- 
tions in San Jose, California worked up a 
system which we dubbed "Star Wars." 
Essentially, he built a battery-powered 
inductive system which utilized the now- 
famous K-Mart coils and employed LED 
triggers. His TZ system was an adaptation 
of the ignition he builds for KZ1000 Ka- 
wasakis. Run in on an RD400, the ignition 
made Yamaha’s pipey 400 two-stroke feel 
like a gutty four-stroke with lots of mid- 
range response. Two problems arose with 
Star Wars. First, the total-loss system re- 
quired a substantial on-board battery, and 
on the small TZ no place was ever found 
for it. Second, all places on a TZ250 
vibrate with alarming determination, the 
kind of shaking that flat destroys battery 
plates. Much as | believed in the viability of 
Star Wars, there wasn't time to find a 
satisfactory solution to these problems; 
other things took precedence. 

Mark's progress as a rider tended to 
suppress experimentation. He won the 
second Southern California AFM club 
race he entered after Daytona, and there- 
after my idea was to put a relatively fast, 
consistent, reliable motorcycle under him 
at every possible opportunity. Homchick 
could do more to reduce lap times on his 
own than he could by piloting a temper- 

(Continued on page 68) 
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PERFORMANCE 
` ELECTRONIC 
` |GNITIONS | 


MARTEK 1000 


You've put a lot of money into your 
bike, now get the best out of it witha 
computer-age high performance 
electronic ignition. The Martek 
1000 solid state electronic ignitions 
for the Honda Gold Wing (1000H), 
1970 & up Harley-Davidsons (1000H- 
D), BMWs (1000BMW) and the 
Yamaha 650 twin (1000YT), RD350 
& RD400 (1000Y) will give your road 
bike that high performance you've 
wanted for so long. You will get 
more spark energy for quicker starts, 
longer plug life, reduced mainte- 
nance costs, fewer tune-up hassles 
and increased dependability! Using 
the performance-proven “Hall Effect” 
magnetic sensor for firing, the 
Martek 1000 completely eliminates 
points and timing is extraordinarily 
precise—delivering full punch from 
every fuel charge. Go for it! (1000H-D, 
1000BMW, 1000Y, 1000YT— $109.95; 
1000H — $98.95) 


Martek high performance electronic 
ignitions for multi's are designed for 
your standard coils and carry a three 
year, no hassle factory guarantee. 
ana 50c for our 1979 catalog and 
ecal. 


Product x 
IDRUK nenn ma 


Santa Ana, CA 92704 (714) 751-7901 











THE TZ PAPERS ...... Continued from page 67 
mental super-jet around. The last thing 
Mark needed was an inconsistent, unre- 
liable, hot-and-cold TZ250 that might 
pitch him down the road and ruin his total 
confidence in the equipment. | was never 
so confident and trusting as Mark, but that 
just goes to show you how far a rider will 
go to avoid building his own engine. 

So it was back to basics. We watched 


the pistons. When they shrank more than. 


.001-inch or ran 180 miles, we set them 
aside and fit new ones. Piston rings 
weren't allowed to snag; a good seal was 
always an honored thing. We used Cas- 
trol R, 16:1, with the hottest possible spark 
plugs, Champion E60s. Racing gasoline 
was used in the interest of reliable plug 
readings; the brine sold at service stations 
can give weird plug readings. The engine 
was broken apart at 150-mile intervals. 
Crankshafts were run about 500 miles 
and then returned to Bratton. With one 
exception we never geared too tall; we 
always watched the timing and jettings. 

In the engine department, two prob- 
lems persisted until mid-season, one in 
the basement and the other on the top 
floor. The Yamaha cases split horizon- 
tally; the crankshaft, riding on its main 
bearings, is sandwiched between the 
halves. Each main bearing has a small 
locating pin or tit on its outside perimeter; 
these pins stake the outer races of the 
bearings in their journals in the aluminum 
case. The outer races of the main bear- 
ings should not turn in the aluminum case 
because the rotation would soon wreck 
the journals. The locating pins for the 
main bearings fit into small cavities in the 
lower case-half just below the case cen- 
terline. When the case-halves come to- 
gether, they grip the bearings tightly so 
both pins and case-crush should keep the 
mains' outer races from moving. 

That does not always happen. The 
crankshaft, running at 11,500 rpm, tries to 
pry the cases apart; outer races of the 
main bearings (despite Loctite) begin to 
rotate, and the locating pins can start 
digging trenches in the journals. 

Three steps were taken to control this 
problem. First, every hole in the case- 
faces was chamfered. Studs and case 
screws tend to pull up the metal around 
their threads, creating tiny little rises 
around the stud or screw hole. Case- 
faces must be flat and true. Second, 
lightly working the interfaces with 600 wet 
and dry paper on a machinists' table did 
help by increasing the crush factor, but 
don't get carried away and skew the faces 
or remove too much aluminum. Yet these 
solutions have limited power once the 
entrenching begins. The third and per- 
haps not-so-elegant step involved putting 
machine screws in the floor of the locat- 
ing-pin cavities (in the bottom case) and 
on the ceiling of the cavities (in the top 
case). Squared with the journals, the ma- 
chine-screw heads made hard-metal 
stops for the pins to strike when the 
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bearings' outer races began shifting back 
and forth. The machine heads were mild 
steel, and the pins would indent them. 
Had we used case-hardened screws, we 
wouldn't have had this problem. But using 
really hard screws raised the possibility of 
fracturing the case because there wasn't 
a great deal of supporting aluminum 
around the threaded shanks of the screws 
in some places. If case-hardened screws 
would take a terrific pounding from pins, 
they might just transfer this abuse to the 
case and crack the areas around the 
threads. So anytime the mild steel screws 
developed serious pocks, new screws 
were fitted. 

Upstairs in the cylinder head an equally 
serious problem was solved. The post- 
Daytona inspection showed that detona- 
tion had eaten away at the edge of the 
barrel and along the outer perimeter of 
the right combustion chamber. Once this 
business starts, it tends to continue as the 
roughness caused by the original detona- 
tion encourages conditions leading to fur- 





ther detonation. For a brief while—about 
three races—the wounded head and bar- 
rel were used, in part to ascertain how 
long things would run and in part to see 
what differences there might be in ignition 
timing between the good (left) and 
gnawed out (right) cylinder. Answer: 
Using a sight-slot tool to insure consistent 
settings, the left side could stand the 
timing at 1.75mm BTC without signs of 
distress, while the right side would salt- 
and-pepper the plug at anything over 
1.6mm BTC. 

Dragstrip testing indicated that the Ya- 
maha preferred more timing advance as 
opposed to less. Despite my reservations 
about roasting the clutch with dragstrip 
starts, everything worked perfectly. After 
a couple of tries, Mark's launches were 
wonderfully consistent. Speeds at the end 
of quarter-mile runs were higher with 
more advance. For example, the rise in 
speed averages through the traps 
amounted to more than one-half mile-per- 
hour when the timing was moved from 
1.55mm to 1.85mm. More timing was bet- 
ter, we thought, and this squared with 
Yamaha's timing specifications of 2.0mm, 
a figure that the bike would not tolerate 
without detonation. 


Jennings believed that the timing could 
be bumped up to 1.9mm or more, assum- 
ing that (a) the squish bands were closed 
down correctly, and/or (b) less restrictive 
mufflers would reduce the heat and back- 
pressure in the combustion chambers. 
The advantages of dropping the squish 
clearance from .060-inch to .040-inch 
were threefold. First, the squish area 
would actually serve to compact the 
charge into the combustion pocket, thus 
fooling the engine into believing it was 
dealing with a 40cc cylinder but packing a 
62cc-sized charge. Second, the detona- 
tion might end because the closer toler- 
ances in the squish band would provide a 
more rapid loss of heat from the end 
gases through the piston and head; con- 
sequently, the end gases—now cooler— 
would be less inclined to ignite on their 
own. Thus, the timing could be bumped 
up. Third, the squish-area roof in the 
stock cylinder head was mis-shaped; at 
the combustion chambers' outer perime- 
ters the ceilings went up. not down, mak- 
ing an ideal trap to detonate end gases. 

The actual closing and reshaping of the 
squish area, following a pattern sug- 
gested by C.R. Axtell, was handled by 
Jerry Burak, Burak Bye Products, in Van 
Nuys, CA, and Jewel Hendricks, MNE, 
likewise in nearby in Van Nuys. This re- 
shaping process involved surfacing the 
head and opening up the combustion 
chambers to maintain the 12.2cc head- 
combustion chamber volumes. In getting 
the squish areas correct no one wanted to 
raise the compression. 

With the new cylinder head and new 
barrel (yes, stoned from the start) the 
timing was kicked up in increments to 
1.9mm BTC. That's where it was when 
Homchick won the Novice National at 
Sears Point, CA in July; finally at the bike's 
last club race of the year in August the 
timing was hiked to 2.0mm. 

All year long, of course, we'd been 
racing for limited objectives with a limited 
budget. Objective Number One was to 
field a reasonably fast, reliable Yamaha 
TZ250E. That it was. It never seized. Or 
stopped in a race. Or became perplex- 
ingly slow. Only once did the bike fail to 
finish, and there the rider turned it upside 
down. Even that was acceptable and un- 
derstandable—and in line with Objective 
Number Two: get Mark up to competitive 
speeds, then out of the Novice and into 
the Expert class. To do that, Mark had to 
try 10/10ths every time he rode and occa- 
sionally 12/10ths. After exactly two races 
as a Novice, he qualified for his AMA 
Expert Road Racing license. Mission ac- 
complished. The bike was sold. 

Homchick never believed me when I 
said all this Yamaha racing business was 
merely an elaborate scheme to read spark 
plugs at the track. Or a masochist's way to 
investigate first hand the contemporary 
racing two-stroke. Hell, Mark still may 
believe there was no such a thing as a 
125cc J-Be Sachs. © 
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BACKWARODGATE! 


© WITH 1984 A MERE FIVE-YEAR-PLAN AWAY, 
its easy to get caught up in Orwellian 
paranoia and decide that big government 
truly is evil and inhuman. We'd like to 
believe that, as we could then wave the 
bright banner of Moral Superiority and 
call for a holy war against the Forces of 
Darkness in Washington and maybe even 
be invited to express righteous indigna- 
tion on national television. The notion has 
terrific appeal, despite the concomitant 
danger of ending up stretched upon the 
IRS rack in punishment for our presump- 
tion, but we are now persuaded against it. 
We've just completed a small study of one 
small federal agency, the National High- 
way Traffic Safety Administration, and 
find ourselves with a view of government 
intent on doing good, not evil; govern- 
ment that is, alas, only too human. 

We'll be honest and admit here that we 
haven't, until recently, been much inter- 
ested in viewing government. We've felt 
that government is a lot like one's colon: 
one must accept the necessity for having 
it but it’s not a thing to be dwelt upon, 
though the quadrennial review of its termi- 
nus certainly should never be taken 
lightly. The reader will appreciate that, 
given this attitude, only a form of colitis 
would turn our flighty attention toward 
Washington and that was in fact what did 
the trick. We owe the spasm to the efforts 
of Dr. Charles Hartman, who heads the 
Motorcycle Safety Foundation. Hartman 
organized a little get-together, described 
to us as a kind of fund-raiser, for the 
motorcycle industry's movers and shak- 
ers and arranged to have the NHTSA's 
Administratrix, Joan Claybrook, say a few 
words for their edification and entertain- 
ment. Those words were rather extrava- 
gant even for a lady who learned to 
expect malfeasance behind every board- 
room door from Dr. William Haddon, who 
was the NHTSA’s first Administrator. Per- 
haps Ms. Claybrook has been influenced 
by her close, lengthy association with 
Ralph Nader. In any case she charged the 
industry with irresponsibility and negli- 
gence for, among other things, building 
what motorcyclists want instead of the 
padded Cushman scooters she seems to 
think we should have. “Emphasize the 
utilitarian aspects,” she said, to people 
who have been trying for decades to sell 
the utility-bike idea here with no success. 

So Ms. Claybrook’s remarks caught our 
reluctant interest, and moved Cycle's Edi- 


tor to pen a snappish allegory for our 1 


August issue. The matter might have been 
left to rest with that ... but then our 
attention was thoroughly engaged by the 
arrival at our door of an astonishing 
rumor. An informant told us that the 
NHTSA had contracted for the construc- 


tion and evaluation of a backwards motor- 
cycle: one with a driven front wheel and 
rear-wheel steering. Further, he said, this 
unusual machine actually had been built. 
Our man professed to know little beyond 
the fact of the NHTSA Backward-Bike's 
existence, but suggested that we contact 





Bob Schwarz at South Coast Technology 
in Goleta, California, for more information. 
And our informant asked that his name 
not be mentioned. There were, he said, 
people within the NHTSA who hadn't 
wanted the rear-steerer built in the first 
place and would now be apt to feel ill- 








disposed toward anyone blabbing to the 
press about the machine and its problem. 
"What's wrong with it?" we inquired. 
"Only that it's so unstable nobody can ride 
it," he chortled. 

South Coast Technology is one of sev- 
eral Santa Barbara-area firms that rely 
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either heavily or exclusively on govern- 
ment business. Thus, Bob Schwarz 
could have been forgiven a measure of 
reluctance about discussing a project em- 
barrassing to the NHTSA. Surprisingly, he 
was completely candid. Schwarz said the 
idea had originated within the NHTSA, 


and that the agency had circulated an 
RFP (Request For Proposals) for months 
trying to find someone who'd undertake 
the rear-steerer’s design and construc- 
tion. His own company was more than 
willing to let this curious piece of business 
go elsewhere, he said, but they finally 
yielded to agency pressure and accepted 
the contract more or less “as a favor.” He 
didn’t think it would work, and when the 
concept was submitted to computer- 
model analysis even the computer didn’t . 
think it would work. But the NHTSA’s 
Contract Technical Manager for the proj- 
ect, Fran DiLorenzo, was insistent and the 
Backward-Bike was built. 

Bob Schwarz said he couldn't let us see 
or photograph the rear-steerer without 
permission from DiLorenzo. Schwarz did 
give us a description: basically, they made 
the device out of a Rokon, reversing the 
engine in the frame and switching sides 
with the bike’s V-belt and chain drives to 
get the rear wheel turning backward. The 
Rokon’s seat was turned around, its han- 
dlebar relocated to suit and connected to 
the fork with links, and the frame modified 
to permit broad steering geometry adjust- 
ments. Nothing elaborate; just the least- 
expensive collection of hardware re- 
quired to test the concept—which flunked 
badly. Rodeo promoters pay thousands of 
dollars for rogue horses not nearly so 
resistant to being ridden. The NHTSA’s 
Backward-Bike proved totally unrideable. 

Fran DiLorenzo refused to have the 
rear-steerer pose for our cameras, and 
was not happy even to be engaged in 
conversation with Сус/е'ѕ Inquiring Re- 
porter once the machine was mentioned. 
“Without meaning to avoid anything 
here,” he said, “I'd almost hate to see you ` 
publish at this point.” DiLorenzo went on 
to explain that the project hadn't "come to 
fruition" and asked that we wait until after 
all was made public at a future meeting of 
the Society of Automotive Engineers. The 
gentlemanly thing, given his obvious dis- 
comfort, would have been to wait for the 
SAE report. But our inquisitor is a rude 
bastard and persisted in his rude ques- 
tioning, eliciting the following responses: 

Yes, it was true that they'd had some 
difficulty finding a contractor willing to, 
become involved with the NHTSA Back- 
ward Bike. True, too, that neither the 
computer nor most humans thought the 
rear-steerer concept was viable. Why was 
it developed at all? DiLorenzo says it grew 


J/ out of a concern for the fact that the 
fy conventional motorcycle's front wheel 


has to provide the steering activity to keep 
it balanced upright, while carrying more 
than three-quarters of its braking load in 
panic-stop situations. They hoped to re- 
duce the danger of crashing due to front- 
wheel lock-up by relocating the steering 
function to the rear. "We came up with a 
configuration we thought had merit, 
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BACKWARDGATE!....Continued from page 95 
safety-wise," he said. DiLorenzo isn't 
ready to concede that the rear-steerer is 
completely, literally and forever a flop: 
"Bob Schwarz says it will never work," he 
notes, "but | think it may just be a learned- 
response problem. If we can find some- 
one who has never ridden a bike or motor- 
cycle, maybe they'll be able to ride it." 

Here we had the stuff from which many 
an absolutely hydrophobic exposé of gov- 
ernmental incompetence has been writ- 
ten. Foritis true that against good sense, 
against the advice of man and computer, 
against the historic record of instability in 
rear-steering vehicles and against sub- 
stantial opposition within the agency from 
whose loins the idea sprung, the NHTSA’s 
Backward-Bike was built. Senator Prox- 
mire has dropped his Golden Fleece 
Award with less provocation than the 
rear-steerer provides. In sum, it com- 
prised all the excuse we'd ever need for 
taking up that banner of Moral Superiority 
and really going with it. Motorcyclists and 
other taxpayers would thank us for giving 
them a focus for their hostility toward a 
government grown bloated and imper- 
ious. Industry biggies, snarled in NHTSA 
red tape and distinctly uneasy about The 
Administrator’s intentions, might even be 
moved to forgive some of the hurts in- 
flicted by Cycle’s reviews of their prod- 
ucts. So we had ample reason to strike a 
pose of outraged virtue. 

The most pressing problem we had with 
Moral Superiority was that its banner is 
already much in use by others. Ralph 
Nader alone keeps yards of it wrapped 
about his person, treating us to history’s 
single example of a black toga with nar- 
row lapels. And of course there is the on- 
going yardage requirement of The Ad- 
minstratrix herself—the satisfaction of 
which leaves scarcely a tatter for anyone 
else. No matter, we probably wouldn't 
know what to do with Moral Superiority if 
Someone gave us a supply, having about 
as much experience in that commodity as 
a Hottentot facing his first glacier. 

Perhaps if we were Morally Superior it 
would be all right for us to run down the 
entire NHTSA with one rear-steering mo- 
torcycle. But we are only feckless, sinful, 
quasi-literate speed-crazed motorcyclists 
and therefore unable, intellectually or eth- 
ically, to get comfortable with that ap- 
proach. Sure, the Backward-Bike was an 
egregious foolishness somebody should 
have aborted before it was allowed to 
knock its miniscule chip out of the 
NHTSA's $32-million (1978) R & D budget. 
On the other hand, a single indulgence in 
foolishness does not make Fran Di- 
Lorenzo a fool; let him who has not com- 
mitted at least one truly stupid act cast the 
first aspersion. The NHTSA’s Backward- 
Bike must be taken as just one drop in a 
bucket filled to brimming, significant 
mostly because it does raise questions 
about the rest of that bucket's contents. 
Also, there is to ponder the speech Ms. 
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Claybrook cast at those motorcycle in- 
dustry representatives. If Joan's is to be 
the hand on the NHTSA controls then she 
must be taken seriously, and her remarks 
reveal an intention to save us from our- 
Selves, like it or not, which has us semi- 
seriously worried. Too often, salvation by 
bureaucratic edict becomes mixed Franz 
Kafka and Woody Allen. With that in mind 
we went to work collecting reports and 
pestering people with NHTSA connec- 
tions and phoning Washington to quiz 
agenoy staffers, and got an education. 

One of the more interesting things we 
learned was that there's more paranoia 
inside Washington than you'll find almost 
anywhere outside its walls, and that it's 
thick enough to cut with a chainsaw when 
a journalist, however inconsequential, 
looms on the horizon. It is to be expected 
that big-time reporters would give elected 
officials hives: Woodward and Bernstein 
of the Washington Post did lift OI' Milhous 
right out of the Oval Office and there still is 
a scandal-size skeleton lurking in many a 
political closet. 

But we are just Cycle, and we were 
talking to government's hired help—peo- 
ple safely ensconced under the Civil Ser- 
vice umbrella where payday always 
shines and no backside need fear the 
terminating boot. We weren't even asking 
for disclosures of gross incompetence or 
misconduct; only what the NHTSA had 
been doing and planned to do with re- 
spect to motorcycling. 

Nervously, after assurances that our 
interest was genuine and that we wouldn't 
mention any names (only Lew Buchanan 
didn't ask for anonymity), people did talk. 
All said much the same things. They 
hoped we would not make too much of 
the Backward-Bike fiasco, conceded that 
the agency did make mistakes, and men- 
tioned other projects they felt should re- 
ceive much more, or much less, budget- 
ary emphasis. All offered examples of vital 
Services provided now or projected for 
the future by the NHTSA. All enthusi- 
astically supported one or more provi- 
sions of the agency's recently reieased 
Five Year Plan. 

A narrower but no less positive view 
was presented by all of the NHTSA-satel- 
lite representatives we contacted, and by 
the research project reports we read. And 
if taken individually, all the people and all 
the reports are overwhelmingly impres- 
sive. Each presents a slice of motorcy- 
cling elaborately analyzed; each holds out 
profound understanding, the resolution of 
mysteries. Each promises means by 
which sundry dangers may be removed 
from our path. Sadly, we are unable to 
make all these individual pieces mesh and 
form a cohesive whole. Projects and 
plans given high-priority ratings at one 
desk are dismissed as unimportant at 
another . . . where different favorites are 
mentioned. Reports describe absolute 
success in the testing of concepts; every 
statistical study produces answers graven 





in stone. And for every verification there is 
a contradiction; every position is made 
lofty by doctorates and solidly buttressed 
with data, and is under seige from every 
other position. Or so it seems to the 
outsider, who admittedly is hard pressed 
to understand what is said by people who 
speak in acronyms and capitalized abbre- 
viations and conjure forth experts 
seemingly able to express themselves 
only in a torrent of Newtonian violin-hole 
mathematics. 

Any attempt to spoon-feed you all we 
heard or had passed before our glazed 
eyes would be a gratuitous cruelty. In the 
aggregate it would be much like swilling a 
hallucinogenic alphabet soup. But neither 
can any of us afford to ignore Joan 
Claybrook and her NHTSA, as both her 
speech before the industry's moguls and 
the agency's Five Year Plan unmistakably 
signal that we will not be ignored. So we'll 
tell you about it, while trying to avoid 
adopting the tactics of Moral Superiority— 
though we confess a pressing urge to do 
so and caution the reader to consider our 
comments in that light. Consider, too, 
what one NHTSA staffer had to say about 
Ms. Claybrook's attitude: "The Admin- 
istratrix hates motorcycles," he said. "She 
can't understand why anyone would want 
to ride them and she really doesn't want to 
hear about them, unless one of us figures 
out a way to ban the things entirely." 

In all discussions of vehicular safety, 
much is made of statistics. The Admin- 
istratrix's MSF speech provides a couple 
of horrific numbers: "Eighty to 90 per cent 
of all reported motorcycle crashes result 
in injury or death," she told her audience, 
adding that the figure for automobiles is 
less than ten per cent. "An estimated 4076 
motorcyclists were killed in crashes in 
1977,” she said, and ominously noted that 
last year's total represented "an increase 
of 23 per cent over 1976." There is an- 
other NHTSA statistic that says about 
7500 pedestrians got themselves bunted 
into the Great Beyond in 1976, which 
could be seen as "proof" that walking is 
more than twice as dangerous as riding. 
Meretricious nonsense? Of course it is, 
and worse: this sort of gamespersonship 
begs the question while casting into dis- 
repute all statistics, which can be a 
broadly useful research and planning 
tool. Motorcycling is hazardous; whether 
and to what extent it may be more so than 
travel afoot or by other conveyance is 
beside the point, unless government by 
Big Sister is at issue. 

In fact, and despite the mock-papal 
assurance with which The Administratrix 
whizzed her statistics at motorcycling's 
head, the NHTSA did not even have a 
reliable data-collecting apparatus estab- 
lished until 1976. At least that's what the 
agency said in its response to Senate 
Report 95-268, which had expressed 
pointed curiosity about NHTSA activities, 
past and future. The Agency's reply 
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Does your low ‘tar’ feel like a lot of hot air? 


Feel the refreshing coolness of 


KGDL SUPER ПОНТ. 


zz. lts the special coolness 
Bh. that only comes from 
KGDL. The kind of 

refreshment you've 
never had before 
in a low tar. 











€ 1978 B&W T Co. 2 


LOW. TAR MENTHO) 


KINGS LONGS 


America’s 
most refreshing 
low tar'cigarette. 


mg. tar in both sizes. 


Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
9 mg. "tar", 0.8 mg. nicotine av. per cigarette by FTC method. 








€ IT'S NO SECRET THAT WE LIVE IN AN AGE OF 
specialization. Off-road bikes in particular 
are products of our time; and in the last 
few years different kinds of dirt bikes have 
become single-function machines. But no 
one should bemoan the fact that moto- 
cross bikes no longer transform easily 
into good enduro bikes because moto- 
crossers—with only one function to ful- 
fill—are better than ever. 

With its new 390 CR, Husqvarna has 
carried specialization one step further: 
not only is the CR solely for motocross, 
but it's also strictly for intermediate to 
expert riders. Novices won't find the 
Husky threatening. On the contrary, the 
390 has a smooth and predictable power 
band with a stupendous midrange, and it 
handles as precisely as any open-class 
motocrosser. Only one characteristic lim- 
its it to advanced riders: the seat's lowest 
point is 38 inches above terra firma, a 
result of the bike's extra long-travel sus- 
pension. Husqvarna believes the benefit 
of extraordinary suspension overrides the 
disadvantage of added height, and that 
belief is correct. But the bike's center of 
gravity is correspondingly in the strat- 
osphere, and this makes the 390 CR a 
handful when hitting berms, which is one 
of the things a motocrosser is supposed 
to do especially well. In fact, the Husq- 
varna—and every tall motocross bike with 
a high c.g.—tends to stand upright when 
slammed into a berm. Consequently, less 
skilled motocrossers may appreciate the 
390's exceptionally good power and sus- 
pension; they may even love the entire 
bike, but they may not be able to go as fast 


A motocross machine is only as 
good as its numbers indicate. 
The 390 CR has 11.8 inches of 
suspension travel front and rear 
and produces 37 horsepower. 
But try this for size: the Husky 
also has a 38-inch seat height. 


on it around any given track as on another 
good motocrosser with a lower center of 
gravity. Experts, of course; practically ig- 
nore the Husqvarna's extra height and 
take advantage of the 390's other many 
likable traits. 

Since the Swedish factory knows that 
frame and suspension development are 
coupled together, they've made all parts 
of the chassis larger in the past years to 
match increased wheel travel. For 1979, 
there are so many changes that it's effec- 
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tively a new chassis. Its frame is still made 
of chrome-molybdenum, but its similarity 
to previous frames ends there. There's an 
extra backbone tube for added rigidity, 
and there's another brace running from 
approximately the rear motor mount to 
the middle-rear of the backbone, an ar- 
rangement which is necessary to accom- 
modate the new air box. Husqvarna has 
also changed the wall thickness of the 
frame tubes in an effort to save weight 
and increase frame strength—though 
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short of cutting the frame up, it's impos- 
sible to tell where these subtle changes in 
wall thickness have been made. 

An enlarged swing arm accompanies 
the new frame. It is 10mm wider at the 
mounting points, and its arms are straight- 
er than their '78 counterparts in order to 
increase swing-arm rigidity. It is also 
tucked in close to the engine so that there 
is only 91mm (3.6 in.) between the centers 
of the swing-arm pivot and the counter- 
shaft. Consequently, chain tensioning 
variations are not enormous, allowing the 
Husky to use a simple system of fixed- 
mount block-type chain tensioners. 

The enlarged swing arm combines with 
the updated frame to produce some 
rather drastic changes in chassis dimen- 
sions. The 390 now has a nominal 58.9- 
inch wheelbase—though Cycle's particu- 
lar test bike, with the axle in about the 


middle of the chain-adjusting slots, had a 
58.1-inch wheelbase. Husqvarna tradi- 
tionally has used a lot of rake; the 1977 
and '78 390s departed from that practice 
by having less than 30 degrees of head 
angle. The new 390 CR, though, has once 
again been extended: its rake is 30.5 
degrees with 150mm (5.9 inches) of trail. 
A side benefit of the general enlarging of 
the bike is its enormous ground clear- 
ance—335mm (13.2 inches). Other minor 
but important features of the Husky have 
remained unchanged, such as the use of 
roller bearings in the steering head and 
sealed needle bearings in the swing arm. 

Complementing the frame's major re- 
finements, the suspension has been 
vastly reworked. The standard air/spring 
fork has longer tubes to extend its travel 
to 300mm (11.8 inches). Unchanged, 
however, are the smallish 35mm tubes. 
More important than the fork modification 
is the addition of a new brand of shocks: 








390 leads the way in technological development with 
Ohlins shocks, a 17-inch wheel and a full-floating brake. 
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Though Husqvarna has a 
tradition of continually refining 
its machines, this year they've 
gone beyond mere updates. 
The 390 has a new frame 
and swing arm, a longer-travel 
fork and new shocks, different 
gear ratios and a new exhaust 
system. And for the first time 
in two decades, the Husqvarna 
has a new air box. Despite its 
Spartan-like lines, the CR 
weighs 248 pounds full of gas. 








Disassembled shock (left) reveals positioning of internals; floating piston with ring fits into reservoir and 
separates oil from nitrogen. Flexible washers (right) automatically vary damping characteristics. 


Swedish-made Ohlins. These shocks 
have become the hottest item on the 
National and International motocross cir- 
cuits in the past year. Up to eight out of 
the top 10 finishers in several Nationals 
have been using the new units. 

The Ohlins combine many clever and 
unique ideas to produce state-of-the-art 
equipment. Borrowing from Formula One 
car technology, the shocks have "bump 
foams," which are thick compressible 
rings attached to the shock shaft. In the 
shocks' last few millimeters of compres- 
Sion travel, the bump foams collapse and 
reduce the harshness of bottoming. The 
foam rings are available in two different 
densities and three thicknesses (35, 45 
and 55mm), all of which can be used to 
vary pre-bottoming characteristics. An- 
other innovative item is a 20 percent- 
teflon/80 percent-bronze ring around the 
top of the shock piston. Designed to ex- 
pand at the same rate as the shock body, 
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this highly heat-sensitive ring maintains a 
tight seal and prevents blow-by. 

Most important of all, the Ohlins employ 
flexible washers which automatically vary 
the damping by effectively changing the 
size of the damping orifices. There is a 
standard shock piston mounted on the 
shock shaft. Three sets of holes—each a 
set of two—and three individual holes 
extend through the piston; these are 
damping orifices. As with most normal 
shocks, oil travels through the orifices as 
the shock compresses and extends. But 
the Ohlins have an added feature: two 
clusters of thin, flexible washers—one set 
above the piston, the other below—par- 
tially cover the piston's holes. The washer 
in direct contact with the piston is triangu- 
lar; the other washers which brace the 
first triangular one are round. The top 
cluster of washers which are placed over 
the holes controls the damping during 
shock compression; the oil flexes the 
edges of the triangular washer as it 


Make and model 
Price, suggested retail 


ENGINE 





Husqvarna 390 CR 


Two-stroke, reed-valve inducted, single cylinder 


Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 


83.0 x 71.0mm 


384cc (23.4 cu. in.) 


11.5:1 (full stroke) 
(1) 38mm Mikuni 


Exhaust system....Upswept expansion chamber with silencer 


Ignition 

Air filtration 

Oil capacity 
Torque @ rpm 


TRANSMISSION 


Motoplat capacitor-discharge ignition 
Oiled, washable foam 


37.46 @ 7000 
29.44 @ 6000 


Six-speed with wet alloy-plate clutch 


Primary drive 
Final drive 
Gear ratios (at transmission) 


Straight-cut gears, 30/68, 2.27:1 
Renold chain, 13/53 sprockets, 4.08:1 
(1) 2.35 (2) 1.71 (3) 1.30 


(4) 1.04 (5) 0.87 (6) 0.78 


CHASSIS 


Single-downtube, full-cradle 

chrome-moly frame; tubular swing arm 

Suspension, front Air-charged, oil-damped, 300mm-travel 
fork with forward-mounted axle 

Nitrogen-charged Ohlins shocks 


Wheelbase 
Rake/Trail 
Brake, front 
rear 
Wheel, front 


1495mm (58.9 in.) 


30.5°/150mm (5.9 in.) 
Conical drum with double 160mm shoes 
Rod-actuated conical drum with 160mm shoes 
.... 21-inch alloy rim with rim spikes 


17-inch alloy rim with rim spikes 


Tire, front 


Trelleborg Motocross 644 3.50 x 21 


Trelleborg Motocross 544 5.00 x 17 


Seat height 
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967mm (38.1 in.) 


Ground clearance 


Fuel capacity 


Curb weight, full tank ... 
Test weight 


Y 


i 


АЕ 





passes through the orifices. Viscous, 
thick oil flexes the washer to the extent 
that the oil can travel through the orifices 
at a set rate of speed. As the shock oil 
heats and becomes thinner, it exerts less 
pressure and flexes the washers less. 
Thus, the oil's rate of travel through the 
washers and orifices remains the same. 
This automatic adjustment results in con- 
sistent damping characteristics despite 
the normal heating of oil and consequent 
viscosity changes. 

On the bottom of the shock piston, the 
other cluster of washers functions in the 
same way. However, the triangular points 
of the bottom washer partially cover the 
holes that are not covered by the top 
cluster of washers. This bottom set con- 
trols rebound damping. 

Automatic damping adjustment is a 
breakthrough in suspension technology, 
but it wouldn't be entirely practical without 
a method of varying the baseline from 
which automatic adjustments are made. 
The Ohlins have that capability. Variations 

(Continued on page 128) 


335mm (13.2 in.) 

7.8 liters (2.1 gallons) 
112.4 kg (248 Ibs.) 
189.6 kg (418 Ibs.) 


CUSTOMER SERVICE CONTACT 
Husqvarna Motor Corp. West 
4935 Mercury St. 


San Diego CA 92111 
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Husqvama 390 CR 
Test Conditions: 
Barometer 29.89 

Temperature 
69°F Wet 82°F Dry 
Correction Factor 1.050 
Date of Test: 10/24/78 
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9 THE WORLD OF INTERNATIONAL TRIALS 
racing captivates Dick Burleson and 
Frank Gallo. They chase the same elusive 
goals, but each looks at their shared 
world from a different point of view. Burle- 
son—at the wise old age of 30—speaks 
with the experience of eight ISDTs and 
five National Enduro Championships be- 
hind him. Gallo—at the optimistic age of 
21—speaks with the aggressiveness of a 
successful three-time Six Days rider. 
Both Burleson and Gallo came home 
from the 1978 Trials, held September 4- 
9th in Sweden, with Gold Medals. Gallo 
was fifth in the 500cc class. This made 
him "first American overall," but this rat- 
ing is unofficial; only Team finishes are 
officially awarded. Burleson was 10th in 
the 250cc class. Thirty-five other Ameri- 
cans made the journey to Sweden. A total 
of 27 earned Gold Medals, four Silver, one 
Bronze, and five did not finish. The Ameri- 
can Trophy Team captured fifth in the 
world, and the Silver Vase Team—which 
lost a rider, Greg Davis, the first day— 
finished 15th. Czechoslovakia won the 
World Trophy, and Italy won the Vase. 
For most people, those vital statistics 
reveal nearly everything worth knowing 
about the day-to-day happenings of the 






ISDT. But the entire Six Days world of 
Burleson and Gallo and the other 35 
Americans is terribly interesting; the ISDT 
is the ultimate off-road endurance event. 
So Cycle chose to interview two of our 
premier Six Days riders to check on the 
Americans' progress as competitors, to 
ask each of them about some of the 
highlights of the 1978 ISDT and, finally, to 
find out what it would take to field a 
winning Trophy Team. Each was inter- 
viewed individually, and Gallo was joined 
by Jack Lehto, KTM's Team Manager and 
a former ISDT rider. All their remarks have 
been structured here to follow a consis- 
tent story line. 


ISDT racing has one major point in 
common with motocross: each was a 
European game when Americans dis- 
covered it. Riders from the United States 
began competing in Europe in the early 
1960s. When the United States hosted its 
inaugural ISDT in 1973, America's Husq- 
varna-mounted Silver Vase Team of Mal- 
colm Smith, Dick Burleson, Ron Bohn and 
Ed Schmidt became the first and so far 
only of our teams to win this prestigious 
category. 

But victory in the most prestigious 


class—the Six-man World Trophy Team— 
has eluded the American teams so far. To 
understand how proficient the main com- 
petition—Czechoslovakia, Italy, West Ger- 
many and the German Federal Republic— 
is, one need only look at results of the last 
27 ISDTs. Czechoslovakia has won the 
Trophy Team 13 times, West Germany 
four times and the German Federal Re- 
public eight times. Additionally, Czecho- 
slovakians have captured the Vase Team 
13 times and Italians five times. Ameri- 
cans are going against some people who 
don't exactly rely on luck. 

Every year our teams are getting better. 
They're learning how to finish on Gold. 
But, as Dick Burleson says, "As far as | 
know, we've never finished a Trophy 
Team with six Gold medals. You've got to 
finish to win. We haven't even reached 
that point." A major factor contributing to 
finishing, and a subject of much contro- 
versy, is "support," which is a euphemism 
for cheating. According to the rules, a 
rider cannot replace the marked parts of 
his machine and cannot receive outside 
assistance in making trail-side repairs. In 
reality, riders often receive spare parts 
which they did not have in their posses- 
sion, and rumors sometimes circulate 


FROM THE ISDT 


By Don Phillipson 








TWO TALES FROM THE ISDT 


about even more flagrant infractions such 
as the replacement of entire motorcycles. 
Both Burleson and Gallo emphasize that 
they personally feel as though the spirit 
and intention of the Six Days demands a 
rider do his own work. But both also 
acknowledge that America uses full-scale 
support teams. 


Cycle: What exactly is "support"? 

Gallo: “The Czechs, for example, place 
men outside of certain sections. They (the 
riders) go into the woods from a road on a 
loop and then come back out on the road 





Frank Gallo: "When I rode 
the National motocross circuit, 
I found out they're just a 
group of people doing a 
different type of racing. 


section. The support men watch the 
riders go into the woods and then go 
down the road section about half an hour 
or so and wait for their riders. You see, 
they would know that their riders are in 
the section. They wouldn't necessarily 
need to follow them. They would know 
roughly when the riders are due out of 
there. If one wasn't out at such and such a 
time, and they knew roughly where he 
was at, then they'd go after him. That's 
basically what we had this year too." 

Jack Lehto: "It's best to have someone 
atthe end of a section; if your rider breaks 
down, you hope that someone coming out 
of the section will inform you. Usually you 
won't be able to get to him in time to do 
any good, but it's good just to get by his 
side and offer moral support. Ordinarily, 
you don't help the rider because he can 
do repairs faster than anybody anyway. 

"You have to be very clever. Take the 
case of Jack Penton this year. We had 
four people on the course to look for 
104 


riders. | was at the Special Test course, 
and three other people were on the 
course to see if everything was going 
along smoothly. Jack Penton happened 
to go by Dave Duarte with no problems. 
Then he ran the Special Test and got a flat 
tire right at the end, after he had gone by 
all of us. So where is the optimum place to 
put a guy? That is what we have to learn. 
Also, we learned where to mount the 
tubes. The vibration and chafing of the 
rear fender—where we had the tubes 
mounted—wore small holes through the 
tubes and the bags that the tubes were in. 

"All right, he made it one minute late to 
the checkpoint anyway, but it happened 
to be one of the control points where we 
didn't have anybody. So he couldn't get 
any help there, and he had to ride another 
section with a flat. Finally Kevin LaVoie 
gave him a tube, and that was no good; 
John Fero gave him a tube and that was 
no good. That was how many times he 
changed a tire to put a tube in. 

"Sometimes the situation comes up 
that a part is broken or damaged. You can 
have parts from nearly the whole motorcy- 
cle, but as luck would have it, the broken 
part is usually the one you don't have. In 
that case, maybe the rider will go ahead, 
and you'll make arrangements to help him 
out at another point. This is what we call 
support. It's not cheating. Sure, it's bend- 
ing the rules, but how many people drive 
55 miles per hour?" 

Cycle: For example, the support crew 
would have an inner tube that the rider 
needed, and they would hand it to him? 

Lehto: "Right." 

Cycle: If they were caught doing that, 
would the rider be disqualified? 

Lehto: "Yes." 

Cycle: Is it rare that the winners will do 
this? 

Lehto: “Very rare. You don't find a 
Czechoslovakian rider riding a different 
motorcycle. They're too well disciplined in 
the preparation of their motorcycles and 
the way they ride; they don't need this. 
And there's no time. If you change a bike it 
takes time, and you're on the borderline of 
going out of Gold anyway. 

“Still, the Czechs were out there to help 
their riders. It was pretty evident when you 
would see them going all day long. There 
was this one stretch of road that went 
from one section to another. It was like a 
separate Six Days. There were so many 
support riders we'd damn near have 
head-on collisions. Everyone's speculat- 
ing about what the other's doing. This 
happens every year. It becomes some- 
what of a game—everyone's suspect." 


This year, Burleson (a member of the 
Vase Team) and Gallo (a member of the 
Trophy Team) both had Gold Medal rides 
going the entire week. Both would have 
improved their class standing in the final 
day's Special Test. Ordinarily, the sixth 
day's trail ride is shortened to allow a 
longer, 30-minute Special Test. It rained 


so hard the last day in Sweden that a mud 
bog formed and some riders could not 
even finish the Special Test. Moreover, 
the scorers lost track of the riders' posi- 
tions because of muddy number plates. 
The results of the final Special Test, usu- 
ally a crucial factor in the ISDT, were 
thrown out. 

Cycle: Tell us about the Sixth Day. 

Burleson: “It’s the first time they've ever 
had to throw out the final Special Test, 
and that's the 53rd Six Days. They had a 
really fast and straight start area with a 
bleacher set up for the scorers. We went 
down the straightaway wide open in a big 
ball of mud, and that was where they were 
supposed to score us. They didn't have 
the sense to put up a little chicane. The 
problem came when they were physically 
unable to read our numbers. 

"Then the course deteriorated so badly 
that one mudhole became close to im- 
passable. It was really a low point. As a 
matter of fact, there was a lot of discus- 
sion at the jury meeting about whether or 
not to validate the Six Days. They were so 
screwed up, and they didn't even score 
the Test. They blew it. . . So they had two 
choices: Either throw out the Six Days 
altogether or throw out the Special Test." 

Gallo: “Paul Rottler, the West German 
guy who was in fourth place in the 500 
class, got stuck in the mudhole. Since he 
couldn't get out, he tried to stop every- 
body else to get a protest going. He stood 
right in the middle of the track . . . right in 
the way. Finally, the West German team 
manager came over and started talking 

(Continued on page 110) 





Dick Burleson: "How do we put 
together a winning Trophy Team? 
That's the question that comes 
up every year after we don't win." 
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On the sixth day, rain begat mud 
and the mud eventually became 
a bike-swallowing bog. But the 
scorers lost track of the numbers 
and had to invalidate the Special 
Test. Burleson (below left) and Gallo 
earned Gold Medals anyway. 
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Introducing the 
New & Future Classic. 


1979 CB750K 
Limited Edition. 


The Superbike Revolution. 
Honda ignited it a decade ago 
with the introduction of the 
mighty CB750K — the first 
of the modern four-cylinder 
production superbikes. Now 
Honda proudly commemorates 
that event in a way only Honda 
can, with a machine of classic 








beauty and futuristic tech- 
nology — the Tenth Anniver- 
sary CB750K Limited Edition. 

Honda went all out on de- 
sign and it shows. Sculpted 
tank and side panel. 
Meticulously executed paint 
and pinstriping. Black high- 
lighted ComStar'" wheels. 
Distinctive and comfortable 
stepped seat. Bright chromed 
engine parts. On looks alone 
the CB750K Limited Edition 
has reserved a place in the 
Motorcycle Metropolitan 
Museum. 

But bikes don't run on looks, 
and even though it's already a 
classic the CB750K Limited's 
museum days are well down 
the road. Because on the road 


is where it really shines. with an accelerator 


The masterpiece inside pump for quick 
consists of Honda's newest throttle response 
state-of-the-art technology feeds the fuel. For 


by way of Europe. A DOHC, firing, Honda's new 
749 cc 16-valve Four, inspired Pointless Inductive 





by Honda's RCB World ignition provides the 
Championship endurance consistent hot sparks 
road racers, powers the to help deliver the 
beauty. ^^ While a Limited's stand-out 
bank of ^y four 30 performance. 
mm CV carburetors Now step back. Picture sure you ride safely — 
Cy yourself on the Honda Limited. to many drivers you're still 
N Besides it looking good-it makes invisible. 
\ you look good. Low seat The Tenth Anniversary 


height. Handlebars positioned CB750K Limited Edition. For the 

just right. Class, true superbike enthusiast it's a 
no doubt about it. But once-in-a-lifetime opportunity. 

even though But don't miss it. See your 

"^ you look Honda dealer soon, for he's 

good, make limited to just a few Limiteds. 












Always wear a helmet and eye 
protection. For free brochure, write: American 
Honda Motor Co., Inc., Dept. C29LTD, Box 50, 
Gardena, CA 90247. See Yellow Pages for 
nearest Honda dealer. (C) 1979 AHM. 
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TWO TALES FROM THE ISDT 
some high-powered German, and Rottler 
immediately began pulling on his bike to 
get it out of the mud." 

Cycle: Did you have any major prob- 
lems with the bike? 

Gallo: “1 discovered how invaluable 
duct tape is. Without it | would have been 
out of the trials when | broke my gas tank. 
It was a strange situation; | didn't even 
know | did it. | was in a muddy uphill 
section and there were a couple of guys 
stuck on it. | went up the embankment, but 
it was sloppy mud and | couldn't really see 
the ground. I hit a root and the bike flipped 
over real quick. | threw my foot down and | 
thought | had caught most of the bike that 
way. | knew I'd bumped a tree too but | 
didn't give it any thought. | was only about 
a minute from a check, and when | came 
in there was gas streaming from my tank. 
Teddy Schwartz immediately jumped up 
in the air: ‘Your gas tank's leaking! | threw 
my bike down on its side. | had duct tape 
in my pouch; | just wiped it clean and 
taped it up. | went almost one full lap 
before it started leaking again; then | had 
to tape it. l'Il tell you though, that was a 
good size hole." 

Burleson and Gallo both note that the 
American riders are better trail riders than 
Special Test riders. This is one of the 
reasons that a tough ISDT favors the 
Americans. Sweden's trails were, accord- 
ing to all, relatively easy. 

Cycle: Were there any tough trail sec- 
tions? 

Burleson: "The one tough section we 
had was on the third day, a stretch that 
was rocky with some heavy mud, that 
some guys lost some time in. On the 
fourth day you came down that, but they 
had put up long wooden planks right 
through it. Just like a highway; | couldn't 
believe it. So they threw out the only part 
that was challenging; they put a bridge 
over it." 

Cycle: What were your feelings about 
the entire Six Days, the overall mood? 

Burleson: “The real essence of the 
event is how long it is, and how it goes on 
and it goes on and it goes on. You ride 
and...whew. You get up the next morn- 
ing and you ride and . . . whew. You get 
up the next morning and you ride апа... 
whew. You do that for six days in a row. 

“One of the things that I’ve found in the 
last number of years is that—well, when | 
first started to ride the Six Days, and the 
second time and maybe even the third, 
when | got there, | was quite nervous. But 
in the last number of years, as soon as | 
get on the bike, it feels like another day of 
a continuous Six Days. It’s like the last 
year's ISDT and I'm just starting another 
day. | just get on the bike—brrrt down the 
trail—get done, put new tires on it, im- 
pound it, and the next day | get on the 
bike—brrrt down the trail—put new tires 
on it, impound it. It'S continuous; it's 
grown together. It’s a weird feeling. | don't 
know what that's from. It's kinda weird." 
108 


Burleson and Gallo have much in com- 
mon: they consider the Six Days the high- 
light of the year, more important than any 
other event. Both train and compete out 
of a dedication to the event; doing well is a 
personal goal. But there is a major dif- 
ference between the two. Everything 
Gallo does is directed at improving his 
abilities in ISDT competition. He raced the 
500cc National Motocross series in 1978 
so that he could be faster in the ISDT 
Special Tests. Burleson, on the other 
hand, is also committed to being National 
Enduro Champion. Several years ago, he 
raced some professional motocross and 
still practices it regularly. Nevertheless, 
Dick Burleson considers himself an ISDT 
and enduro man; being the best enduro 
rider in the country prepares him for being 
the best Trials rider only if the Six Days is 
particularly tough. That is an important 
“if”; usually the Special Tests determine 
the Trials winner. 

Cycle: Would it simply take better sup- 
port and more motocross experience to 
give America a winning team? 

Lehto: "That would be 80 per cent of it. 
But you get to a point where more support 
just doesn't do it. You need qualified 
support. It's hard to find good support— 
people who have been to Six Days and 


"This is what we call 
support. It's not cheating. 
Sure, it's bending the 

rules, but how many people 
drive 55 miles per hour." 





know the intricacies of the event. We can't 
afford to pay them to go over to Six Days. 
They have to want to go over. I think a lot 
of the attraction of the event is its mys- 
tique. Jim Fishback said it: he'd ridden all 
kinds of other events, and he wanted to try 
Six Days. He'd been an Expert in moto- 
cross, desert and speedway, but there's a 
certain appeal about the ISDT. For the 
most part, if you take the 35 or 40 men 
who go over, about 15 of them are serious 
about winning. The rest of them are just 
there because of its charisma." 

Gallo: "We do it for a sense of personal 
achievement, because we want to. Going 
to Six Days this year, everyone on the 
Trophy Team paid $150 to help with the 
motel rooms and all. A lot of people think 
we're getting paid to do it; actually, we 
help pay our way to ride. The Czechs are 
in the army; they train and the army hands 
them a pay check at the end of the 
month." 

Cycle: They're full-time, year-round 
riders then? 

Gallo: "Yeah. That's all they do." 

Cycle: Would you rather concentrate 
on getting better for the Six Days than 
riding enduros? 

Gallo: "My idea of enjoying racing is 
racing. It's getting on a starting line and 
riding maybe a two-hour Hare Scrambles 
or a motocross. | like to do as many things 





as | can. It keeps me from getting bored 
with doing just one thing." 

Cycle: What are your plans for the 
Nationals? 

Gallo: "| don't think I'll be able to ride 
the Nationals next year because of the 
scoring procedure. | was 20th in the Open 
class this year, but | didn't have regional 
grading points. That's why I'm not riding 
the Trans-AMA—I'm not qualified to. This 
year, the Nationals were set up so that you 
just came and signed up. Next year 
they're going to go to the rating setup. 
Whether or not | ride the Nationals next 
year will be based on how well | do in the 
Florida series." 

Cycle: In every other type of racing, 
there is a lot of inter-brand rivalry. Is there 
as much in Six Days, or is it mainly Ameri- 
cans first? 

Gallo: "It'S Americans first. Over there, 
it's just like a Two Day (Qualifier). You go 
there and prepare your bike; everybody 
walks around on Fridays to see what's 
new at each camp. Еуегубоау'ѕ willing to 
pass on knowledge. It's always been that 
way. It's not a cutthroat deal; it's not like 
the half-mile or the mile, where a guy will 
trim a tire and hide it when somebody else 
walks by. Everybody enjoys the people 
they're with—that's what keeps people 
racing. Even at the Nationals, when | rode 
with those guys, | got to know them and 
found out they're just a group of people 
doing a different type of racing. There's a 
few that are snobby but most of the guys 
are out there working hard like you are. 
They're just out motocrossing.” 

Though motocrossers' and Six Days 
riders' attitudes toward racing may be 
similar, the reality of the entire scene is 
different. Pro motocrossers make money. 
Lots of money. And this fact leads to a 
paradox: it seems as if—given the neces- 
sity of being ungodly fast in the Special 
Tests—America needs Pro-level moto- 
cross racers on the Six Days team in order 
to be truly competitive. But realistically 
there's an unavoidable question. Why 
would someone race Six Days for per- 
sonal fulfillment when he can race moto- 
cross for cash profit? 

With an abundance of motocross talent 
and a pure desire to race Six Days, Gallo 
has only one answer, and it's probably the 
only legitimate answer—he wants to do it. 

He ought to be cloned. 

We approached Burleson with our 
brash observations and asked what he 
thought it would take to win. 

Cycle: What's the real difference be- 
tween the Czechoslovakians and the 
Americans? Experience? 

Burleson: "Yeah, that's one of the 
things. Those guys have all ridden a num- 
ber of Six Days. But there's more than 
that. There's a lot of things involved. They 
have a lot of experience, but anybody can 
get that over a period of time. Their bikes 
are good but not vastly superior. Their 
bikes are stone reliable, it seems. Less 


(Continued on page 112) 
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` New Honda XR185. 
Quick & Dirty. 


The dazzling new 1979 Honda ing CD ignition and delivers its kickstarting easier. 

XR185. Quick, from its torquey power through a smooth six- Long-Travel Suspension. 

yet high-revving engine, speed transmission. There's Wrapped around the snappy 
long-travel suspension and in- even an automatic decompres- Honda power plant is a diamond- 
credibly light dry weight. Dirty sion system to help make configuration steel 


is when it's happiest— ridden 
over rough terrain, through 

muddy goo and across wash- 
board-type desert. But there’s 
nothing quick and dirty about 









Folding shift lever 
and brake pedal tips. 


the engineering that has gone 
into the new XR185. 


Four-Stroke Power. 
The big-bore, short-stroke ФС 
OHC single-cylinder: 3 
engine can tackle so i 
everything from the : > 
rigors of serious en- 
duro competition 
to the leisurely 
pace of a weekend 
trail ride. It's fired 
by a hot-spark- 





frame with 11.2 inches of 
ground clearance. Up front 
you'll find 8.5-inch travel 
leading-axle forks to soak up 
punishment while a pair of 
































CR-type gas shocks, yielding 
7.5 inches of rear wheel travel, 
does the same in back. 


Enduro-Ready Details. 
Even with its responsive en- 
gine, well-engineered chassis 
and plush suspension, Honda 
went even further to 
ensure the enduro- 
ready state of the new 
XR185. The accurate 
speedometer has huge 
tripmeter numbers and 
an oversize reset knob 
that's easy to use with 
gloved hands. Both shift 
and brake pedal tips 
fold to reduce damage. 
The long rear fender 
supports the back half 
of the enduro lighting system 
and an easy-to-get-at tool bag. 
The front brake has a trailing 


Exclusive, 
Honda-designed 
claw-action tires. 





Always wear a helmet and eye protec- 
tion when riding. Designed for off-road, 
operator use only For free brochure, write: American 
Honda Motor Co., Inc., Dept. C29XR, Box 50, Gardena, 
California 90247. See Yellow Pages for nearest 

dealer. € 1979 American Honda Motor Co., Inc. 





Too! bag, enduro taillight, long fender. 


arm that's tucked in behind the 
fork leg. Engine protection 
comes in the form of an alumi- 
num alloy skid plate. And the 
XR185 comes with new, Honda- 
designed claw-action tires for 
that extra edge in traction. Best 
of all, the new XR185 weighs 
only 216 pounds dry! That's as 
light as its two-stroke 
competition! 

Its advanced Honda engineer- 
ing and meticulous attention 
to detail that make the new 
1979 Honda XR185 such a 
quick and dirty machine. Check 
it out today at your Honda 
dealer— and clean up! 
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TALES FROM ISDT.. Continued from page 108 
than great in the handling department. 
Heavy. Not a lot of travel. They’re a bit 
behind the times. 

"They've had to hurry in the last few 
years to try and catch up. The Italians are 
showing them that; they have later sus- 
pension equipment and are actually beat- 
ing them in the Special Tests. But they 
(the Italians) are not experienced enough 
nor disciplined enough or whatever, to 
make it go for six days. Those guys do a 
lot more motocross. 

“Half, at least, of the American riders 
are really enduro riders. So that in an 
event like the '73 Six Days in the States, 
which was a lot of trails, hard trails, we did 
a lot better. We have more trail experi- 
ence, and we're kind of tuned in to going 
the distance without having problems or 
making problems for ourselves." 

Cycle: Would you consider riding moto- 
cross here to get better for the Special 
Tests? Do you think it's necessary? 

Burleson: “I think it’s good. Yeah, | think 
it’s good. Га like to do some more myself, 
but I’m kind of committed to the enduro 
thing, which takes about every weekend 
of the whole year. So | have more of a time 
problem than anything else. 

"So what you're getting at is how do we 
put together a winning Trophy team, a 


"If we could have Bob Hannah 
in the Special Tests over 

there at the Six Days, why... 
we'd smoke 'em cold. 





possibly winning team. That's the ques- 
tion that comes up every year after we 
don't win. What can we do? Well, we're 
not really competitive in the Special Tests. 
We're medium competitive, but not really 
really competitive. And that stems from a 
number of reasons. One of the prime 
reasons is that we don't run the kind of 
Special Tests that they do in Europe. Our 
Two Day Qualifier tests aren't really repre- 
sentative of the Six Days. The ISDT tests 
aren't laid out like ours. There's a lot more 
grass track; they're off-camber. The 
Qualifiers, they're ... ahh, they're too 
easy, they make it too easy for these guys. 

“One of the things | want to do if | can 
get free is go to Europe and ride the 
European Reliability Championship Se- 
ries. That would give me much better 
training for the Six Days. There's a lot 
more really competitive riders at the 
Championship series than there is in the 
States. It's just like when the European 
motocross riders came over here; our 
riders had to get better. Well, our level of 
riding is down here, and only once a year 
do we get a chance to see where we really 
are. After the Qualifier series and before 
the Six Days, everybody has a false sense 
of how good they are. Like if somebody 
rode the series, and he won a class, and 
he smoked everybody, he thinks, ‘I’m 
gonna go over there and smoke those 


guys back.' That's not what it's really like. 
It would be good to go over there early 
and see where we're at. We hope to go 
over and be competitive and we're really 
not." 

Cycle: If we could mix and match riders 
and brands, could America put together a 
winning team right now? 

Burleson: "America doesn't have six 
riders who could beat the Czechs. Not 
right now. We have motocrossers who are 
fast enough, but don't have the experi- 
ence, and our Six Days riders aren't fast 
enough. Frankie's probably our fastest 
rider . . . he's probably good enough." 

Cycle: A few different things would 
help, then: Going to Europe to ride the 
Reliability Championship Series and get- 
ting our Special Tests more like the Six 
Days tests. Creating a fully professional 
ISDT team would help—which in a way 
would give Americans with the best shot 
at the ISDT exactly what a pro moto- 
crosser now has: a regular paycheck. But 
is it likely that factories will—or do they 
now—employ riders strictly as Six Days 
men? 

Burleson: "Well, Frankie is, basically. 
John Fero is. | am, in a sense. Of course, I 
have a dual role, with the National En- 
duros. Of course, I’m not salaried to ride 
just Six Days, obviously. But that's one of 
the things that ао. Jackie Penton is, more 
or less. Drew Smith and Mike Rosso—they 
work for Suzuki in some capacity but also 
race. It's just that we're professional ISDT 
riders on a limited scale." 

Cycle: Do you think maybe you're trying 
to spread yourself too thin, do too many 
things? 

Burleson: “| may be. You may be right.” 

Cycle: What’s the key to producing 
winning riders? 

Burleson: "Ideally . . . if a guy wants to 
be really good, he has to ride, he has to 
train. Also, we're definitely going to have 
to come more from motocross. As long as 
they're going to continue to structure the 
events the way they have. To make a 
good Six Days rider you need to take 
someone who has really good motocross 
skills and teach him discipline . . . teach 
him how to ride the trail. We're coming 
from the other direction. We're taking 
enduro riders and trying to make them go 
fast. We've been doing that for a number 
of years and we haven't really . . . we're 
not really making vast gains in our overall 
placing. 

"So take a wild extreme: if we could 
have Bob Hannah in the Special Tests 
over there at the Six Days, why . . . we'd 
smoke 'em cold. There are other Ameri- 
can motocross riders who are good, good 
enough to possibly win a Special Test or 
be right in there. But how is anyone going 
to get those guys to want to do that when 
they can make so much money riding 
motocross? What would they get? They'd 
get a little gold medal. The Six Days is 
really for personal fulfillment." 

(Continued on page 115) 
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TALES FROM ISDT.. Continued from page 112 

Cycle: To make the ISDT attractive 
enough to someone who could be com- 
petitive in motocross, it would probably 
take some factory backing. Do you think 
that will ever come from Husky or KTM? 

Burleson: “Ummm. . . probably not.” 

Cycle: Do you think it might be more 
likely to come from Suzuki or Yamaha? 

Burleson: "| would say so, yeah. Be- 
cause you're not talking about one rider, 
you're talking about a team, and then 
you're talking about a lot of money. A big 
company can use that money to enhance 
their overall image. When | ride an enduro 
bike, my efforts are directed at selling 
enduro bikes. Take Harley-Davidson for 
example: they don't make any money 
selling their XR750. That effort, which 
they spend a lot of money on, is directed 
at improving or enhancing their whole 
image. That's how | think the Japanese 
could justify it. . . performance and relia- 
bility and all that stuff." 

Cycle: If a factory wanted to do it then, 
they could do it? Do you think it's just a 
matter of perception; they don't perceive 
it as important enough, so they aren't 
willing to put out the effort? 

Burleson: “Oh, they're working on it. | 
think it's coming." 

Cycle: From? 

Burleson: “From the Japanese." 


"America doesn't have six riders 
who could beat the Czechs." 


There are, then, certain inescapable 
conclusions regarding America's future 
involvement in the ISDT. A winning Tro- 
phy Team is going to have to include 
riders with first-rate motocross ability. 
Speaking realistically, we'd say the only 
incentive to lure pro-level motocrossers to 
the Six Days is factory employment. Until 
some factory is willing to spend a consid- 
erable amount of money for a team, Amer- 
ica's efforts will continue to be composed 
of top-rank enduro and cross-country 
riders who will continue to stand out only 
in years of particularly tough Trials. Fi- 
nally, America's team would have an hon- 
est chance of winning a Trials if the 
Special Tests were de-emphasized, as 
many people wish they were. The likeli- 
hood of this happening, however, is slim. 

Dick Burleson is without a doubt the 
best enduro rider in this country, and— 
considering his consistency—he may well 
be the best ISDT rider in the United 
States. However, given the ISDT's empha- 
sis on Special Tests, Frank Gallo and 
other riders who are willing to concen- 
trate on motocross are America's hope. 
Right now, America is applying Yankee 
rules to a European game. The Euro- 
peans will continue to dominate that 
game as long as some of their govern- 
ments act as maxi-sponsors and as long 
as their top-level motocrossers choose to 
ride the ISDT. Or until some factory thinks 
of a way to lure Americans with moto- 
cross ability to the Six Days. е 
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Hon СВ750 thru 76 4 into 1 $121.57 
Kaw Z1, KZ900, all 4 into 1 $121.57 
Suz GS750 77-78 4 into 1 $140.14 
Yam XS1/2/650, all 2 into 1 $82.73 
Yam XS750, all 3 into 1 $122.43 


SHOCKS & SPRINGS @ Л ЖО)» 


— SAVE UP TO 35%! 


MULHOLLAND rebuildable street and MX shocks — all 
lengths $38.95/pr. Springs: sgle rate $9.75/pr. 
$10.95/pr. 

MULHOLLAND LTG: LONG TRAVEL GAS SHOCKS — all 
lengths $69.50/pr. Springs: sgle rate $17.50/pr. Progr. 
$23.95/pr. 


LOCKHART OIL COOLERS 


Honda Fours/GL 1000/Kaw 650/900/1000/Suz GS750/- 
Yam XS650/750 blk $64.98. chr. $84.98 H-D Sports/- 
Nor/Tri blk $58.98, chr. $78.98. New: 700SS kits — 
50% increased cooling — Honda Fours, Kaw 900/- 
1000. H-D Sports. Blk only $86.98. New! Thermostat 
valve — works with all coolers — $26.00. 














































Bassani Type Ргісе (black) 
Hon XR75 73-78 up or dn $40.07 LESTER MAG WHEELS 
Hon CR250 thru '75 down $63.75 The unique cast alloy wheel system that accepts 








tubeless tires for less weight and improved handling. |4 
For BMW, H-D, Kaw, Suz. Front, from $124.00. Rear — 
from $158.00. Hi-lighted $18 extra per wheel. FREIGHT 
INCLUDED. For details, call us toll-free 1-800-854-3103. 


Call or send for FREE CATALOG. 1-800-854-3103 


RIDER WEAR | MUSTANG TOURING BOOTS 


Unbelievably comfortable and light (only 3 Ibs/pr). In 
genuine black leather, 1334" tall, М” hard-wearing 
rubber sole w/steel shank, zippered back. Scuff pads 


4 into 1 $136.00 
Kaw H2 750, 74-76 3 into 3 $182.75 
Suz GS550, 77-78 4 into 1 $136.00 
Suz GT380/550/750 74-77 3 into 3 $182.75 
Yam 250/350/400, all twin $135.10 
Partial listing only. Kerker and Jardine 

exhausts also available. 


BELL HELMETS Save up to 12% 


R-T (road/trail) wht (std), red, blu, ora $47.25 


Kaw KZ650, all 
































Sagnum Il а m wht, ora $69.75 on toe caps. In full sizes from 5 thru 13. $59.95/pr. 
tar wht (std), ora $87.70 

Star 120 wht (std), ora $79.90 BELSTAFF TOURING JACKET 

Moto Star wht (std), yel $78.85 °` 100% WATERPROOF, this comfortable and stylish 


| Sizes: 6%-7% Shoei helmets also available. 


NYLON MX PANTS CEs 


Made of strong nylon, these pants offer maximum 
protection with plastic knee cups (removable) and thick 
padding at hips. Reinforced seat. In black, red, or blue, 
with contrasting stripe. Specify size: 22-38 $38.65. Ф585. PHANTOM RIDER 3001 REDHILL AVE. COSTA MESA. CA 92626 

mmm mm Nm Gm пш шш шш шш шш ши юш шш шш шш ыш шш пш ыш 
SHIPPING CHARGES 


он RIDERe 3001 REDHILL AVE., BIN 101, COSTA MESA, СА 92626 5i 
must be added to all prices. : 


jacket is made of heavy-duty polyurethane-proofed 
nylon with all seams sewn, solutioned and taped. Has a 
red, quilted lining and four pouched front pockets. 
Color: е Sizes: S (34"-36"), М (38"-40"), L (42"- 


44") $79 
MATCHING PANTS: 27", 29", 31", 33" inseam $59.95. 






оу 5ге Description Price ea. 











































Minimum order West of Mid- East of mal 
is $10.00. + Rockies West — Miss. : aq 
Front tires 2.00 285 3.35 | enclose” Add shipping charges = 
Rear tires 285 415 4.95 2 Мо. Order ‘3 Cert. Check O Pers. Check (allow 2 wks. to clear) Calif. res. add oll 
Shocks, springs 2.25 3.25 3.75 125% deposit — will pay balance, plus freight С.0.0 6% sales tax = 
Exhausts 3.60 5.25 6.75 Charge to: O Visa/BankAm С М/Сһагде Am. Express TOTAL D 
Boots 2.00 2.85 3.35 [| > Please send me your FREE catalog. m 
Helmets/jackets 1.50 1.85 2.25 И Account No Exp. date — 5 0 Pa 
/pants Bike: year. make. model 2 
AK, НІ, PR, CZ, APO/FPO customers, use [| Name 
3rd col. Freight rates to Canada, add $3 to Address 
amounts shown in 3rd col. All orders City/State/Zip 
shipped fully insured. For COD orders, add f B Your phone no. (day time) ( ) 
$1.25 COD fee to freight charges. No CODs ff g Ыы 
to APO/FPO or Canada addresses. call TOLL- FREE 1- -8 = 03 FREE 
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ж Patented motion sensor adjusts itself to ANY normal hike angle 
* Automatically activates through bikes ignition system 


ж Loud pulsating horn if motorcycle moved *Solid state electronics 
ж One year warranty *Installs in minutes — only 4 wires to connect 
^k Mounts under seat or gas tank *No extra keys or switches required 


Send check or money order to: AFM International 735 W. Duarte, Suite 304 Arcadia, Ca. 91006 (213)445-6551 
Include $3.00 shipping & handling charges e phone orders & CODs accepted 


Calif residents please include 67 sales tax Allow 4 weeks for delivery 





BACKWARDGATE! ..Continued from page 96 


stressed the importance of time and 
money expended in attempts at lending 
order to the chaotic system of nationwide 
accident reporting initiated under the 
Highway Safety Act of 1966. Several 
pages of the written reply amount to a 
gingerly retracing of steps over tissue-thin 
bureaucratic ice. And it admits, in sub- 
stance, that very nearly all the NHTSA was 
able to obtain from many of the reporting 
states was a body-count. They got a fair 
approximation of the rate at which people 
did themselves mortal mischief in, on, or 
about motor vehicles—and little else. It 
was not until 1976, when the National 
Center for Statistics and Analysis was 
established, that a genuinely solid data 
base began to be built. Thus, Ms. Clay- 
brook's charge that motorcycling fatalities 
have increased 23 per cent between 1976 
and 1977 is not credible, as the difference 
may reflect only a refinement in the re- 
porting system. 

The NHTSA's response to the Senate 
also says the agency will have a National 
Accident Sampling System operational by 
1981, filling in detail in the picture now 
only being outlined in broad, rather unre- 
vealing statistical strokes. We have rea- 
son to believe Ms. Claybrook’s estimated 
total for motorcycling fatalities in 1977 is 
essentially correct, though slightly in- 
flated with moped data. What does that 
total tell us? Almost nothing. In the context 









MAKE MONEY FIXING JUST ONE MOTORCYCLE” B 


No Previous Experience Needed! - 





If you like to ride a cycle 
for fun . . . learn how to fix 
it for profit! Can you imagine 
a better way to earn your 
living whether you choose to 
work in a cycle shop for someone 
else or decide to start your own f 
cycle repair business? 

Now, thanks to North American; 
there's a fast, easy way to get train- 
ing at home in your spare time. 

No need to quit school or your job. 
Experts show you step-by-step 
everything from minor tune-ups 
to major overhauls. 


CYCLES ARE BIG BUSINESS 


... AND 50 IS FIXING THEM! 


More than 5 million cycles are registered in the U.S. 
today. Plus an estimated million more dirt bikes. 


they all need maintenance. Opportunities vary in different 
areas, and we cannot promise you a job, but we will be 
glad to send you survey results showing the employment 
success of our graduates. 





Special Cycle Tools and Test Instru- 
ments included to start you fast! 
Professional tools plus your North 
American ‘‘know-how” help you become 
a skilled mechanic. 
wrenches, sockets, gauges, test instru- 





of the more than six million highway and 
dual purpose machines in service that 
year, it neither encourages complacency 
nor urges draconian remedy. The total 
does not reveal why motorcyclists come 
to grief; it says nothing about how motor- 
cycling may be made safer. Only the 
examination of detail, a careful considera- 
tion of factors culminating in this crash or 
that one, may be expected to yield data 
worth serious attention. It is not enough to 
know totals; not enough to know, even, 
that some unfortunate biker took a mid- 
span dive off the Tallahatchie Bridge. We 
must know. why, and the NHTSA will be 
doing us a crucially importance service in 
finding answers. 

The only doubt we have with respect to 
the eventual efficacy of the NHTSA's Ac- 
cident Sampling System is created by the 
agency history of disregarding evidence 
not to its liking, and its historic inability to 
act upon even those plans it clearly does 
like. The NHTSA adores helmets, enough 
to have coerced many states into passing 
laws mandating their use, and Ms. Clay- 
brook spoke movingly in favor of helmets 
in her MSF speech while accusing all 
present of not having encouraged motor- 
cyclists to wear helmets. And who do we 
find in the NHTSA's new Five Year Plan? 
Of all things, an announcement that the 
agency's minimum-performance stan- 
dard for helmets will, at very long last, be 
extended throughout the size range by 





TRAIN AT.HOME IN 
SPARE TIME 


1981. That's wonderful. The motorcycle 
industry Ms. Claybrook finds so irrespon- 
sible had to pressure Washington for 
seven years to get a national standard for 
helmets; the standard, when adopted, ap- 
plied only to the medium size (which left a 
double loophole through which some very 
bad gear for small and large heads has 
passed) and another seven years will. 
have slipped away before the standard is 
adequately extended. Perhaps this is 
what the lady had in mind when she spoke 
of the “inefficiency and irritations that 
accompany regulation.” 

Another entertaining item in the Five 
Year Plan is an aside to an announced 
revision of the NHTSA’s brake test pro- 
cedure. They’ve decided their high speed 
braking test should be done with the 
motorcycle under tow, roll-constrained, 
so a rider will not be needed. The idea has 
merit: we’ve done some maximum-effort 
brake testing, and it’s .. . thrilling. But 
then they continue to say, “The current 
water immersion procedure may be re- 
placed by a water spraying system during 
the wet recovery tests.” Did you suppose 
they already used a rain-simulating pro- 
cedure, to discover the wet-fade condi- 
tion already well-known to so many 
motorcyclists? They don’t: the NHTSA’s 
test calls for immersing the brakes in 
water for a few minutes, then testing ona 
dry road. So the typical modern motorcy- 

(Continued on page 118) 





Mo torcycle 
Mechanic... 


EXPERTS SHOW YOU WHAT TO DO, HOW TO DO IT 


And 


motorcycle repair. 





We include 


2 According to a survey made by a leading publication, motor- 
"cycle mechanics average over $800.00 a month. And if you work 
for yourself and charge typical prices, you might make even more. 
How much you can charge for any job 

will depend upon the competition in 
your area and the quality of your work. 
And, of course, how quickly you do the 
job also determines how much money 
you will make. But it's not the money 
alone — just think of the satisfaction in 
: knowing you've got the best 
performing bike in town. 


SEND FOR FREE INFORMATION 


Get all the facts now. . 
obligation. Be among the first in your 
neighborhood to cash in on profits in 


Mail Coupon Now! 


ШЕН гед REGE пиш ШЕШ БШШ ШЕШ ШШШ ШШШ ыны ENG ШЕШ иин GENS ЫШЫ ШЕШ GERM ЮЕШ UM 
Careers by Home Study 


E NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR ` 
E 4500 Campus Dr., Dept. EA019, Newport Beach, CA 92663 4 


i Rush free color brochure and full information on how | can 
pemn motorcycle repair for only a few dollars a month. 


. without 









Accredited 
Member, 
National Home 
Study Council 





ments and more to get you started fast! i 

ours to use during training... yours 

to keep in your action-packed career as i NAME GE | | 
a motorcycle mechanic. i ADDRESS [| 

NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR E [| 


FEBRUARY 1979 


4500 Campus Dr., Dept. EA019, Newport Beach CA 92663 


CITY 


STATE ZIP 
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cle's drum rear brake fills with water and 
is too well sealed to dry quickly while the 
disc won't stay wet long enough to do 
what it does in the rain. In other words, 
they've hit upon a way to wet-test brakes 
that don't get damp in a downpour, and 
dry-test brakes that collect water like a 
sponge. 

There is something truly other-worldly 
about the NHTSA's intention of limiting 
the speeds indicated by speedometers, 
which is to be a regulation in force "effec- 
tive 1980-1981." Their plan, we hear, is to 
put the peg at 85 miles per hour. Maybe 
they'll make the peg a contact switch 
wired to an explosive charge under the 
seat. If that's not what they have in mind 
we'd suggest covering the peg with a soft 
rubber bumper, to keep it from chipping 
paint off the speedometer needle. This 
era's Superbikes have top speeds so lofty 
they discourage curiosity; human nature 
being what it is, the NHTSA's low-limit 
speedometer probably will be treated as a 
challenge. 

The Five Year Plan includes some 
items under the heading, "Exploratory 
Rule Making," which are best understood 
by reading between lines, through a num- 
ber of reports, and in the remembrance of 
past events. One of these items has noth- 
ing whatever to do with motorcycling, per 
se, but deserves mention here. It men- 
tions a rulemaking action that "would 


place requirements on yaw stability, thus 
reducing the incidence and severity of 
'spinouts' often caused by sudden and 
severe steering inputs." And it's a sur- 
prise: we didn't know the Corvair was still 
being produced. All the cars we've seen 
recently have been front-engined, with 
front-biased weight distribution and, if 
anything, too much yaw stability (i.e. un- 
dersteer). Not that these cars can't be 
spun. If you haul sharply at the steering 
and bang the brake, anything will spin. 
The agency also has plans for. a “Motor- 
cycle Braxe Upgrade.” It promises a stan- 
dard for "improved stopping distances 
and greater stability during braking," with 
a "major emphasis (placed) on preventing 
or reducing wheel lock-up." We don't 
know what to think of this one. The men- 
tion of improved stopping power is, even if 
the NHTSA doesn't know it, just hyper- 
bole. The brakes we already have are so 
powerful that stopping distance has be- 
come purely a function of tire adhesion. 
Rider skill is another factor in braking 
performance, and a variable the NHTSA 
clearly intends to excise from motorcy- 
cling. We can't say that's a bad idea. . . or 
a good one. They're talking about anti- 
lock brake systems, which are in principle 
a Good Thing. In principle, anti-lock sys- 
tems would provide an automatic adjust- 
ment of braking to suit traction—holding 
the brake action just short of lock-up, no 
matter how much pressure the rider ap- 


plied, on pavement wet with rain, dry, or 
scattered with sand. You can't fault the 
principle. 

There is mixed opinion about the reality 
of anti-lock braking systems. Those close 
to an experimental program that was a 
joint effort between Harley-Davidson, Cal- 
span (a research firm) and the NHTSA are 
convinced that an anti-lock system suit- 
able for motorcycles can be developed 
out of existing technology. And they say 
the results obtained with adapted hard- 
ware were so encouraging the concept 
should be carried forward without delay. 
But Yamaha designed, constructed and 
tested a more refined anti-lock system, 
and reported a less than conclusive re- 
sult. Yamaha's system was, they said, 
inferior to the judgment of a highly-skilled 
rider. It did prevent lock-up; it fell short of 
the performance given by experienced 
human control, or so Yamaha's report 
said. We can't know, now, whether the H- 
D/Calspan/NHTSA study or Yamaha's 
project forecast the reality of anti-lock 
braking for motorcycles. We are troubled 
at the attitude of an agency staffer who is 
an anti-lock advocate: he says he thinks 
Yamaha's system was deliberately de- 
signed for equivocal results, to place the 
concept in doubt. If the staffer is right, 
Yamaha was just wasting its time: nothing 
will induce the NHTSA to doubt the valid- 
ity of anything it has taken to its bosom. 

The final Five Year Plan item we'll com- 





for beauty, originality, styling and 
innovation with the highest quality 
standard found anywhere! 

Each design is yet another FIRST — 
including a unique Loc-on/Removeable 


Rack for versatility and a beautifully designed Travel Case that will give your 


machine the “Final Touch" that cannot be equaled by anyone else. 


See your Dealer or send $2.00 for complete ordering information and a full color 


catalog showing the models and colors available. 


729 W. Anaheim Street, Long Beach, Ca. 90813 213/435-3429 






ment upon concerns "Motorcycle Rider 
Protection." It deals, in part, with what is 
termed the "visibility of the motorcycle 
rider in the traffic environment," or con- 
spicuity. Motorcyclists’ experience, and 
such statistics as are now available, indi- 
cate that automobile drivers often don't 
see us. NHTSA-sponsored studies show 
that drivers leave more space between 
their cars and a motorcycle when the 
latter's headlight is switched on; that driv- 
ers—unaware they were taking part in a 
test—were less likely to turn left in front of 
a bike when a headlight signalled its pres- 
ence. Further, there is evidence that 
riders wearing brightly colored jackets 
and helmets have fewer accidents than 
those who favor somber elegance. All this 
makes sense, and the NHTSA probably 
should consider the matter of conspicuity 
one of its higher-priority items. 

The NHTSA's Rider Protection plans 
include future "standards (to) insure the 
integrity of safety-related vehicle compo- 
nents," which could mean trouble but is 
more likely to mean volumes of paperwork 
for manufacturers. We'll get to pay for that 
paperwork, as it will cost money and 
money never goes anywhere without 
coming from somewhere. But the real 
trouble, the promise of dollar-burning 
boondoggles to come, is hidden within the 
agency's off-handed reference to stan- 
dards to "increase the level of rider protec- 
tion." This may sound good, as a state- 
ment of intention; some of the luster fades 
if you remind yourself that their Backward- 
Bike was a concept they "thought had 
merit, safetywise." We'll yield the point: 
motorcycles that can't be ridden are quite 
safe. But the rear-steerer is just one of the 
experimental safety motorcycles the 
NHTSA has caused to be built, and. the 
others deserve study because their defi- 
ciencies are much less obvious. 

One early ESM was built in a joint effort 
between AMF and the NHTSA, and pre- 
sented as a rousing success in a paper 
published five years ago. This machine’s 
frame made it the ultimate expression of 
the crash-bar approach to leg protection, 
which seems sensible enough to have 
been embraced by thousands of touring 
riders. The idea is, crash bars will keep a 
rider’s leg from being injured if his bike 
tips over or if he gets T-boned by a car in 
an intersection. Bolt-on accessory crash 
bars do fairly well in the first situation; they 
generally fold like paper clips under the 
impact of a car's bumper. AMF's Ad- 
vanced Systems Laboratory solved the 
latter problem by making the crash bars 
part of an elaborately braced tubular 
chrome-molybdenum-steel frame. Those 
crash bars held when the machine was hit 
from the side by a car moving at 30 mph, 
and the safety of motorcycling was 
thereby greatly improved. Or was it? 

Subsequent experience with the crash 
bar concept showed that they can be- 
come a hazard, assuming the roles of 


shin-breakers and stout bludgeons in 
FEBRUARY 1979 





many crash situations. They can even 
aggravate the level of injuries suffered in 
the kind of T-bone crash for which they 
are presumed effective. Without sturdy 
crash bars, the rider's leg gets trapped— 
and often mangled—between his motor- 
cycle and the car's nose. Also, his body 
whips over and his helmet puts a big dent 
in the car's hood. But if the motorcycle 
has crash bars that hold, and the rider's 
leg isn't trapped, he's likely to tumble back 
over the hood and stuff half his body 
through the windshield while the rest tries 
to go over the top or around the sides. 

Crash bars, sissy-bars and almost any 
other hardware extending out from a mo- 
torcycle can literally club you to death in 
the typical, non-clinical crash. Motorcy- 
cles don't just slam against things, launch 
their riders, and then take no further part 
in the action. What they do, in effect, is go 
absolutely berserk and try to take revenge 
on the man they seem to feel is responsi- 
ble for the impact. They pitch up at the tail, 
then twist, and their entire rear section 
comes swinging around like a great war- 
club—one whose blow will be especially 
nasty if it has been fitted with crash bars, 
sissy bars or other such appurtenances. 

The above-described tendency of ex- 
traneous hardware to inflict crash injuries 
did not dissuade the NHTSA from the 
expensive testing of a concept that makes 
the Backward-Bike seem almost conven- 
tional. Air bags are regarded as the motor- 
ists’ Personal Savior around the agency, 
and have been since Dr. Haddon was its 
Administrator (he continues to press for 
an air-bag law from his present plush 
redoubt within the Insurance Institute for 
Highway Safety). Inevitably, somebody hit 
upon the idea of air-bagging a motorcy- 
cle; it didn't work, except in uncompli- 
cated straight-on impacts at relatively low 
speeds. One of our sources said a million- 
plus dollars went down this particular 
drain, over a period of perhaps eight 
years, with results that even air-bag fans 
couldn't deem promising. Motorcycles 
and the air bag simply refused to join 
hands and march off toward a happier 
tomorrow. Unless the test crash was very 
neat and slow the instrumented dummy 
rider would dodge sideways and miss the 
airbag, or be over the handlebar before 
the bag had time to inflate. 

Enter Mr. Arthur Hirsch, of the NHTSA's 
bio-mechanics department, with a Better 
Idea: he proposed enclosing the rider in a 
kind of roll cage, open at the front, to 
make sure the ungrateful wretch went into 
the air bag; the time required for inflation 
would be provided by fitting the motorcy- 
cle with a heavy bumper extended out 
past its front wheel. The proposal was 
novel, and not well regarded by many in 
the agency—or so we are now informed. 
Mr. Hirsch on the other hand thought it 
was a marvelous project, and adroitly 
managed to get it assigned to Caliber 
Design Ltd., in England, where a reluctant 

(Continued on page 120) 
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CIRCLE NO. 58 ON READER SERVICE PAGE. 





HUNT ALUMINUM BRAKE DISCS 
60% LIGHTER THAN STEEL 


DEVELOPED AND PROVEN UNDER 
ACTUAL RACING CONDITIONS. PLASMA 
COATING AND TOLLERANCES DERIVED FROM 
3 AEROSPACE TECHNOLOGY. 
USED BY CHAMPIONS: KENNY 
ROBERTS, STEVE BAKER, SKIP ASKAND, 
STEVE EKLUND, ETC. 
AVAILABLE FOR MOST 
MOTORCYCLES 
DEALERS DISCOUNTS AVAILABLE 
PLASMA PERFORMANCE PRODUCTS INC. 
j 1760 CRENSHAW BLVD. 
J TORRANCE, CA 90501 (213) 775-8319 
` J HUNT RACING PRODUCTS 
1203 GRANDVIEW DRIVE 
SOUTH SAN FRANCISCO CA 94080 
(415) 873-8412 








Weathersealed to protect contents from dust and rain. 


Permanently mounted tops, concealed 
front hinges, and chrome lid stays. 


Holds two helmets 

plus other things. 
Two-inch-thick 
Backrest Pad. 


Easily fits nearly 
all luggage racks. 


Custom Mounts are available 


for most touring bikes. 


King Size Bag holds 
"Star-type" helmet— 


plus more. 


Stainless steel 
5-pin cam locks. 


Hand-polished 
chrome plated 
Bag Guards. 


Combination stop, tail 
and directional light. 


BATES 


the “quality people” 
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Side safety reflectors. 


f First Class 
Accommodations 


Extra-large carrying capacity, top styling features and 

high quality construction. . three important things to look for 
when choosing Saddlebags or Tote Boxes. Bates has them all 
in these beautiful, hand-polished fiberglass accessories. 
Also, your choice of colors, striping and Guard Rails. 

For future fun and enjoyment from touring, why not go first 
class with Bates today? 


000000000000009000000900000000090909000000000000000990009 


Make and model of cycle 
Custom Colors: OGL 1000 Red, Lemon 02-1 Brown, Green 
Fiberglass Saddlebags OBlack OWhite Custom Color $40.00 ex. $. 

OKing Size with Rear Refl—$134.50 OWith 12v Light—$142.50 

Striping—$20.00 pr. BG Black OWhite O Gold Р 

О Bag Mounts—$26.95 О Bag Guards shown оп Bag— $39.95 
Fiberglass Tote Box OBlack OD White О Custom Color $25.00 ex 

O Standard Size—$79.50 O King Size—$89.50 . 

O Custom Trim Rails (shown on Tote Box)—$15.95 pr 

Striping—$15.00 OBlack QWhite OGold OGL 1000 02-1 
Plus shipping and insurance (10% or $10.00, whichever is less) 
Total Amount Due O Check O Money Order enclosed for 
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Send order to Accessory House, Box 1770-CB, Long Beach, Calif. 90801 
and include your complete name, address and telephone number 


O $2.00—Rush me all the full-color Bates Accessories and Leathers Catalogs 


00000000000000000000000000000000990 


09909090000900000000090008500000000000000000909000000090900 














BACKWARDGATE!. Continued from page 119 
Dr. Peter Bothwell and staff cobbled to- 
gether the necessary hardware and set 
up the test. Yamaha supplied the motor- 
cycle for the Hirschmobile, and sent an 
Observer to be present at the test crash— 
which had results that must have been a 
terrific strain on Japanese inscrutability. 

Real-world conditions were simulated 
by catapulting the caged and bumpered, 
dummy-ridden Yamaha against the side 
of a moving car. Close coordination of the 
two vehicles’ movements put the bumper 
within six inches of its designated target 
spot on the car's door. And that was the 
last thing that went according to plan. Dr. 
Bothwell had already staged and ana- 
lyzed too many motorcycle crash tests to 
believe the Hirschmobile would come up 
a winner, but it failed beyond his gloom- 
iest expectations. As he had predicted, 
the dummy flew out of its cage semi- 
Sideways and would have substantially 
missed the air bag even if it had com- 
pletely inflated, which didn't happen. 
Somehow, perhaps because the crash 
Speed was a trifle high, the air bag deploy- 
ment came too late and the dummy made 
an uncushioned arrival against the car's 
flank. But the cruelest blow of all came 
when the Hirschmobile whipped around 
and its heavy roll cage tried to punch the 
dummy through the car's side. 

Given these "technical difficulties" with 
Experimental Safety Motorcycles, it is to 
be expected that the NHTSA would begin 
to wonder if perhaps accident prevention 
might not be more effective than post- 
facto protection. And the Administratrix's 
speech did inform us that prevention, in 
the form of "safety education," is an ap- 
proach into which the NHTSA has put 
"considerable resources." Ms. Claybrook 
notes that "NHTSA has long believed that 
motorcycle users should be taught defen- 
sive driving tactics and proper operating 
procedures." But she also clearly is am- 
bivalent, saying the agency is "sympathet- 
ic to the charge that promotion of these 
training courses in the school system 
serves to entice large numbers of young 
people to ride motorcycles (and) may, in 
terms of total crashes, be counter-pro- 
ductive." She acknowledges that the edu- 
cational approach has "critics who point 
out that there is [sic] no data showing 
crash reduction results." 

If Ms. Claybrook will be patient there 
surely will be data favorable to safety 
education, as nearly everybody assumes 
education will work and in the safety 
game assumption always prevails. The 
whole Motorcycle Safety Foundation, 
funded from industry profits and therefore 
also—if less directly than the NHTSA— 
paid for by motorcyclists, exists on as- 
sumption. Is it an assumption that will 
prove valid? That is far from clear. Educa- 
tors always tell us education is a fine 
thing, but then shoemakers always tell us 
shoes are good for our feet. Canadian 
educators added motorcycling to the 
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driver training courses in schools, and 
report a very substantial accident-rate 
reduction. But the Royal Automobile Club 
joined with the Auto-Cycle Union (equiv- 
alent to our AMA) in a rider-training pro- 
gram in England, and their report sadly 
admits that their trainees had more acci- 
dents during the first year of riding than 
those who received no formal training at 
all. So of course the RAC/A-CU report's 
statistical base has been declared invalid 
by the educators, hailed by education's 
critics as Revealed Truth, and at this 
moment the squabbling grows apace. 

Who is right? We don't know, and nei- 
ther does anyone else. The NHTSA has 
funded large-sample, multidisciplinary 
studies of rider education and its result in 
California and Georgia, and until the 
agency has concluded that work, the 
efficacy of training remains an open ques- 
tion. The same is true of many another 
safety measure near to the NHTSA's 
heart, because their efforts have in the 
past been so fragmented and ill-directed 
that they can't know what they're doing. 
They have proposed solutions without 
first defining problems, driven along by 
Administrators who serve at the Presi- 
dent's pleasure, serve relatively brief 
terms, and are obliged to make the 
NHTSA act in haste if they are to make it 
act at all. 

Joan Claybrook isn't the first of the 
NHTSA's chiefs to feel the pressure of 
time, and she may prove to be the best 
boss it has ever had. She cannot, under 
existing civil service law, weed out the 
agency's certifiable dunderheads; she 
can, and we hear she does, banish them 
to uncongenial outposts where they can 
do no harm. She has begun to impose a 
semblance of order where there has 
been, as we have seen, mostly chaos. Ms. 
Claybrook isn't all bad, and she might be 
terrific in the job if she would restrain her 
appetite for Final Solutions; give up her 
apparent belief that she knows, with no 
base in reality, what is right; and that she 
alone is the Keeper of the Flame. О 


E. 


Y 
м 


Ма" 





2 
FEBRUARY 1979 












YOU сап реа 
deep sea diver 





adventure/high income 
world travel/challenge 
The Ocean Corporation 


Commercial Diver Training Division 
5709 Glenmont, Dept. C (713) 661-0033 Houston, Texas 77081. Call collect, 
or after business hours, call our toll-free, 24 hours 7 days a week number— 
1/800/327-0173 ex. 570 (in Florida call 1/800/432-0151 ex. 570). 
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Announcing! 


NEW FROM YOSHIMURA 
HONDA CB750K & F, KAWASAKI KZ650, SUZUKI GS550; $155 (Black), 
$175 (Chrome) 
KAWASAKI Z-1. ZI-R, LTD's AND KZ1000: 
$159.95 (Black) $179.95 (Chrome) 
SUZUKI GS750; $160 (Black), $180 (Chrome) 
GS1000; $165 
9 Order by mail or send for our new 72 page technical catalog/ manual $3.00 ea. 
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ж 5517 Cleon Ave. 
N. Hollywood, CA. 91601 
Uu LU fA YOSHIMURA EAST | 
n 264 Marshall Hill Rd.Dept. C 

F^ W. Milford, N.J. 07480 


THE OLDEST AND LARGEST EXCLUSIVE MOTORCYCLE MECHANICS SCHOOL IN THE U.S.A_ 


LEARN 
MOTORCYCLE 
MECHANICS 


AMERICAN MOTORCYCLE MECHANICS SCHOOL 
Chicago Campus 2840 North Halsted Street Chicago. illinois 60657 312-929-0771 










For information on learning 
motorcycle mechanics fill out 


and return today 
Florida Campus 13700 N.W. 19th Ave.. Bay 14 Miami. Florida 33054 305-685-6466 


Г] ! am a veteran. 


Name Telephone 





Address 
City 
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mention the world's nosiest cam chain 
and most erratic carburetion). Only the 
upper end gasket set was covered by 
warranty and all parts took weeks to 
months, plus my call to U.S. Suzuki in 
California (at my own expense). In sum- 
mary, a brilliant design suffering poor 
execution and no service network... . | 
fail to be impressed. 
Please withhold name until 
| unload this turkey 
New Albany, Indiana 


THE SKY IS FALLING 

When the Blacks got fed up with their 
treatment in America, they demonstrated. 
When women got tired of second-class 
citizenship, they demonstrated. Ditto for 
the handicapped, labor, senior citizens, 
and, as demonstrated by Proposition 13, 
even the average Middle American. The 
results are history. 

My point is simple: motorcyclists had 
better wake up and take action before it is 
too late. | take my politics very seriously, 
but I’ve always tried to separate it from my 
recreation. But, dammit, "The Govern- 
ment" is trying to outlaw my recreation, 
and | will not take it sitting down. 

Every time | get it on with my Z, | 
wonder, "How long will motorcycles like 
this exist?" My God, look at the "regula- 
tions" (regulations are laws which were 
not passed by our elected representa- 


tives, but put in force by bureaucrats) 
being forced on us now. If they can force 
us to buy airbags for our cars, there is no 
doubt they could cripple our sport over- 
night. "Energy shortage," "safety," "noise 
pollution," "air pollution," ad nauseum— 
they have the reasons—all they need do is 
sign the papers! 

Why don't we bikers flood St. Joan, 
Brock Adams, Ralph Nader, Jimmy Car- 
ter, and our congressmen with one mes- 
sage: “IIl give up my motorcycle when 
you pry my cold, dead fingers from the 
throttle." | might even buy a CBX just to 
piss off St. Joan. 

Michael Needham 
Groveport, Ohio 


DOWN-SIZERS 

Having read the article "A Positive/ 
Negative Picture of Down-Sized Touring" 
by Bill Stermer and Ken Lee in the Decem- 
ber issue of Cycle, | was inspired to write 
this letter of appreciation. 

In 1977 | bought my first motorcycle. 
Being 20 years old and very restless, 
decided to see the country in a way that I 
heard was the most rewarding. My choice 
for a bike was the Suzuki GS400XB, the 
economy model. | added the missing cen- 
ter stand plus roll bars and a windshield. 
Not having an electric starter never pre- 
sented any problems; my Suzuki started 
faithfully on the first or second kick. 





your "trunk line" 
TOLL FREE 800-638-8160 


ORDER 

DIRECT 

FROM 
MANUFACTURER 


DURABLE 


MOTORCYCLE 


[Bi етеу (е0, 
ABS ALL 





Model # 1014 (10"x14"x4'2") Black only 
Model # 1716 (17"x16"x9") Black only $33.50 
| Model # 2726 (17"x16"x11") Black or White $35.50 











• Weather-tight rubber molding — 
e Hinged locked top with keys 


WEATHER 
s21.50 ТЕТ Г-У оу 
PLASTIC 


° Includes all necessary mounting hardware to fit any 


motorcycle luggage rack 








Continued from page 12 
| traveled light. | tied on a sleeping bag, 
tent and pack all weighing not more than 
60 pounds. With my additional 120 
pounds, | don’t think my 400 was over- 
loaded. With all of this and a hell of a lot of 
gumption | began an adventure that 
lasted 10,000 miles and two-and-a-half 
months. | drove through the hot August 
sun of Arizona and the cold October frost 
of Alberta. My favorite highway was High- 
way One. | drove it from Laguna, Califor- 
nia to Lincoln, Oregon. 

It’s true about the witching hour. | never 
knew such an eerie feeling. What is not 
mentioned is the ecstasy of the morning. 
When the sun just starts to rise is my 
favorite time of the day to be on the road. 
There is something about the early morn- 
ing | truly love. 

| had some bad experiences, of course, 
with weather, turkey drivers and such, but 
| had a great time and encourage every- 
one to tour. This is such a beautiful coun- 
try; once you see some of it, you only want 
to see more. 

“How long should a man's legs be?" | 
couldn't think of a better answer than 
Abraham's. 

Peggy Jacobs 
Inverness, Florida 


Address all correspondence to Cook Neil- 
son, "LETTERS," CYCLE Magazine, 780-A 
Lakefield Rd., Westlake Village, CA 91361. 
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BETTER 


now ... Yuasa's space age 
technology makes the Yumicron the 


MOSI compact, powerful battery available. 


Lesco Plastics Corporation 
Rt. 10, Frederick Municipal Airport 
Frederick, Maryland 21701 

In Maryland cali 662-4984 





Yuasa-General Battery Corporation : 
P.O. Box 1262, Reading, PA 19603 


Write for more details. 
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OF ALLTHE 
MOTORCYCLES 
WE'VE EVER 
BUILT, THESE ARE 

THE ONES WE 














Remember the feeling you had 
the first time you rode a motor- 
cycle? 

Well, get ready to feel it 
again. 





Because theres a new gen- 
eration of motorcycles at your 
Yamaha dealer right now. An 
exciting and unique line of street 
bikes designed around a more 
natural, relaxed style of riding. 

We call them the Yamaha 
Specials. And all you have to do 
is sit on one to understand why. 

You sit back. The low, stepped 
seat cradles 
you. The 
handlebars 
reach for you, 
instead of the 
other way around. 

Very nice. 


And what's even nicer, you 
look as good as you feel. 








We styled the teardrop tank 
to blend smoothly into the seat, 
giving the bike a lean, low profile. 

We added special paint, 
cast alloy wheels, chopped 
megaphone pipes, and chrome 
in all the right places. 

Yet a Yamaha Special is 
more than a styling job. Ж 
Its an engineering job. 

We designed the 
steering geometry to 
make the bike steady on 
the highway, easy riding 
around town. 











Our low stepped seat gives 
you a low center of gravity. 
And a way to get both feet on 
the ground at a stoplight. 

And each bike boasts an 
engine that's the narrowest in 
its class. 





Motorcyclist magazine called 


“an almost perfect balance of 


image and performance? 
And the hottest selling line 
of street bikes in America. 








Starting with the unique 
750 Special. 

Its 747cc DOHC triple is 
as quick and powerful as its 
four cylinder competitors, yet 
leaner, narrower, simpler. 

It’s also the only bike in its 
class with smooth, silent, virtu- 
ally maintenance-free shaft 
drive. And adjustable, leading- 
axle front forks. 

Our XS650 Special is an- 
other one of a kind. The 653cc 
overhead cam vertical twin has 
all the strength and simplicity 
of its British ancestors, plus 
one thing no British bike ever 
had—nine years of Yamaha 
engineering. 





And look at the size of that 
rear tire. Any questions about 
how 1t holds the road? 


ИУ 





Then there's the Х5400. 
With its reliable 391cc over- 
head cam twin and six-speed 
transmission, it has amazing 
punch, even in top gear. Plus 
the kind of handling that lets 
you almost think it around 
corners. 

For the economy minded 
among you, we also offer lower 


priced versions of our XS650 
Special and XS400. They're 








called the XS650 Special II 
and XS400 2F 

Whats the difference? 

Both machines have wire 
wheels instead of cast alloy, a 
little less chrome, and they 
come in one color instead of two. 

The 650 Special II has a 
front disc and a rear drum 
brake. The XS400 2F has two 
drum brakes and a kick starter. 

In all other respects — 
handling, performance, styling, 
even instrumentation — they 
are identical to the machines 
you see here. 

But that's not the end of 
the line. 

Because there's one more 
Yamaha Special. And it's on 
the next page. 






EXTRA SPECIAL. 


The things that make all of biggest production engine weve electronic ignition system with 
these machines so special make ever built. The power is awe- a vacuum advance. 
this one extra special. some. And effortless. There are other advances 
The low seat and , 3 S Because Yamaha's un- too. Like shaft drive. It’s the 

: р matched four-stroke smoothest, quietest, most reli- 
make the XS Eleven = se technology includes, able way there is to harness 
Special опе big bike ATEM a among other things, a big horsepower engine. 
that’s easy to balance Ameen east the world’s only And ours is not only 

It actually О аА 2 Ly virtually free of 
smaller bike. ` 6 | maintenance, it's also 





So when you crack the throttle, 
you go forward and nowhere 
else. Fast. 
The XS Eleven Special is 
not only our biggest, it's also our 
most complete. It has triple 


disc brakes, a special 16-inch 
rear wheel, tubeless tires, rear 
suspension with a new finger- 
tip dampening adjustment, and, 
of course, our patented self- 
cancelling turn signals. 


It also has a few surprises. 
Things you won't find on any 
other street bike. Like air adjust- 
able leading-axle front forks, 

a quartz halogen headlight with 
a built-in backup system, and 
instrumentation that even 
includes an electronic tach and 
low fuel indicator. 

‘To top it all off, the new 
XS Eleven Special comes 
elegantly dressed in either 
Carmine Red or Black Go 

So it’s more than st 
the 














2644 E. Bell Rd. 
Phoenix, AZ 85032 / (602) 971-9727 


INTRODUCING 
THE KRYPTONITE® 
MOTORCYCLE LOCK 


IT'S A STEAL 





It cannot be cut by bolt-cutters, files nor 

hacksaws, nor forced open with a jack. 

* Fully hardened alloy steel construction. 

* High security 7-pin tubular lock. 

* Unique double locking mechanism secures 
both ends of the shackle. 

* Compact and light—ideal for touring. 

* Fully coated with thick vinyl. 


Ask for it at your dealer or send $39.95 plus $2. 
(for postage and handling) to: 
KRYPTONITE® 
95 Freeport Street 
Boston, Ma. 02122 


Dealer and distributor inquiries invited 
Reader Service No. 63 














HUSQVARNA 390CR. Continued from page 102 
in the baseline can be made by installing 
different-sized washers: they are available 
in different diameters and thicknesses. 
Various diameters of the triangular wash- 
er cover up the piston orifices to different 
extents, and different thicknesses of all 
the washers resist flexing to a greater or 
lesser degree. 

Additionally, the number of washers 
installed can be varied. Normally, at least 
three washers are used. The bottom 
washer controls low-speed damping ac- 
tion, the middle washer controls medium- 
speed damping and the top controls high- 
speed. For very fine suspension tuning, 
up to eight washers can be installed. All 
washers, moreover, can be varied in 
thickness and width. These separate clus- 
ters also provide an obvious advantage 
over normal shocks. Standard units use 
the same orifices to control compression 
and rebound damping. Altering one func- 
tion necessarily (and often detrimentally) 
affects the other one. In contrast, the 
compression and rebound damping in 
Ohlins can be adjusted separately. 

The Ohlins variable damping system 
does seem so simple in theory that some- 
one might ask why it hasn’t been used 
before. The design has existed, but until 
now the problem has been finding a metal 
or alloy which could form a washer thin 
enough to react differently to all vis- 
cosities and one which would also be 
strong and flexible enough to bend mil- 
lions of times without breaking. In short, 
it’s simple in theory, but extraordinarily 
complicated from a practical point of 
view. 

Finally, add to all of the above the 
variability produced by adjusting the nitro- 
gen charge (from 150 to 190 psi), and the 
Ohlins offer a wider range of suspension 
tunability with greater tuning precision 
than most people will want, or need. It’s 
nice to know, however, that all Husqvarna 
dealers should be equipped to service the 
shocks and that the stock settings offer 
outstanding performance. 

On the track, we quickly came to under- 
stand why the top motocrossers are using 
Ohlins. On fast straightaways, the shocks 
react very quickly to bumps of all sizes. 
Over a rapid series of sharp bumps the 
wheel hugs the ground, which shows that 
the compression-to-rebound damping 
ratio is really right. Though Husqvarna 
didn't have spring-rate figures available at 
press time, the stock dual springs are 
excellent for 170-pound riders. During 
hard braking over rough ground the rear 
suspension combines with the full- 
floating brake to offer optimum traction; 
there is a surprising lack of wheel hop 
even during downhill stops. In every other 
condition—from landing hard off jumps to 
hitting berms—the shocks are precise, 
fade-free and smooth. 

Unlike the shocks, nothing is tricky 
about the fork. It's a by-the-book air-as- 


(Continued on page 132) 
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Cycle 
Calendar. 


Available for the first time, CYCLE's 1979 
Calendar will be a most useful and 
decorative addition to your home or office. 
Printed in a large, attractive 12” x 18” 
format when open, it’s spiral bound to hang 
flat for easy leafing. Each monthly calendar 
is easy to read, provides adequate daily 
space for noting all of your important dates 
:..and features the entire 1979 year at a 
glance for convenient and easy reference. 
Plus—you get a baker's dozen—13 months 
in all—Dec., 1978 through Dec., 1979. 


It's a great. conversation piece too! The 
calendar features 13 exciting CYCLE 
photographs— in full, splendid color— 
quality lithographed to bring out all of their 
brilliant fidelity. Don’t miss this chance to 
have CYCLE’s first calendar ever...and 
keep up-to-date all year long. You'll want 
one for yourself... it’s a great gift for friends 


` too! CYCLE's 1979 Calendar—only $4.95. 


January 1979 
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CYCLE Calendar, Dept. 70085 
P.O. Box 278, Pratt Station 
Brooklyn, NY 11205 

Enclosed is $ for CYCLE 
Calendar(s) @ $4.95* each. OUTSIDE 
U.S.A.: Calendars shipped by air only. Add 
postage/handling as follows for each CYCLE 











calendar: Canada-$2; Europe & South 
America-$3; Australia & Far East-$5. 
Print name 

Address 

City 

State Zi 





*Residents of CA, CO, DC, FL, IL, Ml, MO, 
NY STATE & VT add applicable sales tax. 
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Vetter Touring — 


When you're serious 
about having fun. 


At Vetter, we've spent the past ten years making 
motorcycling more functional, and more fun. Couple 
Vetter components to any of today's leading motor- 
cycles, and you've got yourself the ultimate. 

Starting with our famous Windjammer fairing and 
ending with our unique Tail Trunk, we've perfected a 
whole set of touring components exclusively for the 
serious rider. And everything is available color-matched 
to your motorcycle — right down to the striping. 

You'll find each Vetter component to be beautifully 
designed, and carefully constructed, at affordable 
prices. That's our trademark. 


Visit your. local dealer today, or send $1 for our пеш · 





20-page 


€ 5 1150 Laurel Lane, San Luis 
Obispo, CA 93401 ne 
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The Honda CBX. It has been 
called awesome, yet gentle. 
Massive, yet nimble. Unique, 
while practical. 


To be sure, it is all of these. 
And more. Much more. It 
offers the experienced enthu- 
siast a new level of riding 
pleasure. 


There is nothing quite like it 
in the world. Its design and 
purpose far surpass the needs 
of riders who speak only in 
the simple terms of time/ 
distance accomplishments. 


The CBX is for the rider 
whose abilities are proven. For 
the expert, one whose motor- 
cycling experiences are varied, 
and who wants to treat 
himself to the sophisticated 
technology and engineering 
only the Honda CBX provides. 
For the practiced rider, one 
who recognizes the value of 
a responsive machine, defen- 
sive riding and proper safety 
equipment. 








The Magnificent Six. 


Dual-bulb tailligh 

Full rear face of 

taillight lens is a 
reflector. 










The Honda CBX is charisma. 
It rises above the whirring 
crankshaft and efficient valve 
train to communicate with its 
rider. The velvet-smooth six- 
cylinder engine responds at 
the merest hint of throttle. 
And the sport suspension 
lets him know about the 
road surfaces he's covering. 


Only the CBX rider can 
appreciate its magic. Its subtle 
traffic manners. The pure 
unfettered style. The 
beauty and harmony of 
the individual parts that 
make it the complete motor- 
cycle it is. Only the rider 
who has experienced one can S 
understand the true purpose P 
of the Honda CBX—to 
provide special satisfaction to 
a select few. You can find that 
satisfaction at your Honda 
dealer, where the Magnificent 
Six is now on display. 


Six-into-two exhaust 
system with upswept 
mufflers. 










Low-maintenance, fully 
transistorized Pointless 
Inductive ignition for hot 
sparks throughout the 
rpm range. 


Ignition and alternator 
located behind the 
crankshaft to help 
optimize mass centraliza- 
tion, reduce engine 
width and deliver 
astonishing cornering 
clearance. They're driven 
by a specially designed 
silent chain. 


Always wear a helmet and eye prott 
Honda Motor Co., Inc., Dept. C29X, Box 50, Garder 





























Jet-aircraft-style instru- 
mentation features easy- 
to-read design with 
white-tipped orange 
needles, glare-resistant 
glass and a full comple- 
ment of warning lights. 


Approved quartz- 
halogen headlight. 


R РС а AUD AA Six 28 mm constant- 
= m : | | f velocity carburetors. 
Accelerator pump 
improves throttle 
response. 


All-steel diamond- 
configuration frame 
utilizes the engine to 
enhance rigidity. 


Oil cooler is standard 
and fed continuously by 
the CBX's dual-function 
oil pump. 


Big-capacity, 350-watt 
alternator. 










High-revving, big-bore, \Роиг-уаіме-рег-суііпаег 


short-stroke, 1047 cc, design (24 valves total] 
DOHC, six-cylinder for higher rpm, more 
design based on the horsepower. 


legendary World 
Championship Honda 
Grand Prix race bikes. 
Delivers smooth, potent 
performance. 


All-aluminum Honda 
ComStar™ wheels with 
tubeless tires specially 
designed for the CBX. 


Dual front and single 
rear disc brakes. 


tion and ride safely. For free brochure, write: American 
California 90247. See Yellow Pages for nearest Honda dealer. © 1979 AHM. 


GOING STRONG! 
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HUSQVARNA 390CR. Continued from page 128 
sisted/oil-damped unit. However, the per- 
formance of the no-frills fork matches that 
of the shocks. In every case, it is progres- 
sive and smooth, allowing the rider to go 
as fast as his confidence permits. Off the 
dealer's floor, the 300mm (11.8-inch) 
travel fork comes with 20-weight oil. For 
the average motocross track, the stock oil 
and low air pressure (from three to six 
pounds) is recommended. In actual use, 
too, this combination provides the best 
results. The fork is smooth almost beyond 
belief, its damping action is easily the 
equal of any fork made. For very fast 
tracks (those with a fifth or sixth-gear 
straight), experience shows that more air 
pressure and a lighter oil works better. 
The particular combination which per- 
formed very well in Cycle's test bike was 
12 psi air pressure and 10-weight oil. 
Some comfort and responsiveness at low 
speeds is lost, but increased stability at 
high speeds is gained. 

Though the chassis dimensions indi- 
cate that the 390 might be slow-handling 
and heavy-steering, such is not the case. 
It steers precisely; when the rider has his 
knees into the gas tank, the bike can be 
made to dart through corners like a much 
smaller bike. Slides are a specialty of the 
CR, and during a prolonged slide it's hard 
to notice the extra height of the bike. A 
plausible explanation for this is found in 
the soft suspension. When set up light for 
132 


quick action, the suspension compresses 
several inches during the initial moments 
of a slide; then the bike feels natural. 
Trelleborg tires are fitted front and rear, 
and they especially help the bike's han- 
dling in soft terrain. On a moderately 
muddy or on a sandy track the tires are 
very good. On a hard, slippery course— 
even allowing for tougher conditions— 
they do not offer comparable traction. 
The 3.50 front tire may seem too large to 
some riders. In fact, no difference can be 
felt between it and a normal 3.00-3.20 tire. 
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Chuck Sun, Husky's factory rider, uses 
the 3.50 except in very muddy conditions, 
where he feels a smaller tire cuts through 
the bog more easily. 

Husky-made alloy rims with rim spikes 
are mounted on both ends. The rims 
proved to be strong, and tire slippage was 
not a problem. However, in the first outing 
on the 390, we had some difficulty with 
the front spokes: 10 of them broke after 
about 15 hard jumps landing on ground 
hard as concrete; rubber skid marks were 
actually apparent on the adobe. It's prob- 
able that one spoke broke initially, and the 
weakened assembly then fell apart 
quickly. It seemed apparent that the 
spokes broke simply because their tensile 
strength was exceeded. We didn't have 
any stock Husqvarna spokes for replace- 
ments, so we reinstalled a stronger set of 
zinc-steel spokes. There were no further 
problems with the front wheel, and there 
were no problems at all with the rear 
wheel. 

In all conditions, the brakes are strong 
and progressive. The front brake acti- 
vates smoothly and does not require ex- 
cessive pressure at the lever. It is compar- 
able to the best Japanese front brakes. 
The rear floating brake works with the 
rear suspension to function superbly. 

While it's true that the better a rider is 
the more he likes the Husky's handling, 
its equally true that everyone loves the 
390's power. The engine has changed 
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1000/5 SPEED 


Before you buy any other machine, you owe it to yourself to check out 
MOTO GUZZI . . . facts speak for themselves. MOTO GUZZI has been 
designing and producing high quality motorcycles since 1921 and has 
over a half century of experience in manufacturing two-wheeled vehi- 
cles. MOTO GUZZI offers an extensive list of technical advances, such 
as, the patented integral brake system to insure maximum safety, a 


reliable alloy V-twin power plant that has proven itself in the most 
strenuous and punishing long distance endurance tests, a race-proven 
frame design for optimum handling and cornering, one piece steel 
crankshaft of rugged construction to insure dependability, mainten- 
ance free shaft drive, five speed transmission. Factory recommended 
spare parts readily available through dealers from coast to coast. 


1. 1000cc light-weight alloy V-twin engine. 2. 5-speed positive shift transmission. 3. Advance electrical switch system. 4. Instrument cluster set 


in new control panel includes emergency flasher.and accessory switch. 


fitted with trip setting knob. 8. Technically advanced high output alternator and cover. 
12. Large and sturdy redesigned sidestand. 


socket gear shift linkage. 11. Rugged “easy up" center stand. 


14. Re-positioned footpegs. 


STANDARD EQUIPMENT 


Triple disc brakes with the patented integral brake system * Sidestand with 
automatic engine cut-off switch • Sturdy front and rear safety rails * Dual 
hydraulic brake fluid reservoir * Highly visible "fail safe" tail light has two 
bulbs * 4-way emergency flasher for highway safety * Dual high decibel 
horns demand instant attention * Color coded electrical switches for easy 
maintenance * Touring kit includes dual racks to hold luggage bags and 
larger more comfortable touring saddle * Sport air foils (for high speed 
stability) * Knee guards * Electronic petcock * Anti-theft steering lock 
* Light-weight alloy rims with stainless steel spokes * Fuel level indicator 
e Brake fluid level indicator ° Windshield not included 


5. New 8000 rpm tachometer. 


6. New locking gas cap. 7. Speedometer 
9. Newly designed brake and shift levers. 10. Ball and 
13. Easy access, hinged luggage bags. 


\ NEW! 


The 1000/SP 
The Ultimate 
Touring Motorcycle ` 


See.it at your 
Local Dealer 






Exclusively imported by an organization that offers over 40 years of motorcycle experience. 
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only moderately from last year's design, 
but its few refinements make a drastic 
improvement. The aluminum cylinder with 
iron liner uses the 1978 five-port design. 
There is a very large exhaust port and two 
standard transfers. The intake ports, how- 
ever, are unusual by virtue of their dis- 
torted L-shape; this configuration is 
necessary to match the vertical-mounted 
reed-valves. Although this unusual design 
allows for a large amount of breathing 
area, it also mandates two windows in the 
piston which extend upward to within 
10mm of the single piston ring, which 
increases the likelihood of blow-by. 

Other aspects of the engine's construc- 
tion are generally first-rate. The cylinder- 
to-liner mating. is very good. The piston 
has long skirts both front and rear to resist 
any rocking motion, and it rides on a 
needle bearing. 

The 390 has a newly designed expan- 
sion chamber, and the engine's perform- 
ance on the dyno indicates that the 
engineers had their slide rules going at 
top speed. 

Before we talk about how the Husq- 
varna eventually ran, however, a bit of 
background on the 390 is necessary. 
When the CR was first delivered to Cycle, 
it had been ridden—as indicated by worn 
knobbies, grease on the rear hub and 
some paint worn off the shock bodies. We 


assumed it had been ridden enough to be ` 


dyno-ready. At this point, its 38mm Mikuni 
FEBRUARY 1979 


had a #410 main jet installed and the 
slide needle was in the middle of the five 
positions—the same jetting as was run in 
the 1978 390s. The 390 promptly seized 
on the dyno, and that led everyone to 
believe that the engine һаа :пої been 
broken in after all. 

It went back to Husqvarna for a new top 
end, and the engine was then thoroughly 
broken in. A Husqvarna engineer accom- 
panied the 390 to the dyno the second 
time to help out. Thinking the bike may 
have been running lean as well as not 
having been broken in, he installed a 
#420 main jet. The bike immediately 
seized again. Without any spare parts and 
near a tight deadline, we were persuaded 
to open the running clearances with a file 
and wet-and-dry paper. Knowing the bike 
had been broken in properly, we jetted the 
engine for a much richer mixture. A # 450 





main jet was inserted, and the needle was 
raised all the way. The bike was put back 
on the dyno—although everyone was 
aware that the 390 might not perform to 
peak potential. It definitely ran rich, but it 
still produced a very respectable figure of 
37.46 horsepower. 

Looking. back on the series of events, 
things are pretty clear. First, it'S probable 
that the 390's problems were simply a 
result of improper jetting. Next, it should 
have been obvious to us and to the Husq- 
varna people that it needed a vastly richer 
fuel mixture. Why? Because the 390 has a 
new air box. In fact, the '79 air box has a 
300 per cent greater volume than the 
1978 390, and the new air filter has a 55 
per cent greater filter area. More air with 
the same amount of gas equals a leaner 
mixture. Though we took into account the 
larger air cleaner, we did not suspect that 
it would call for a full four-size jump on the 
main jet. Since our dyno testing, the Husq- 
varna factory team racers have gained 
experience with the new machine. They 
are all using anywhere from 440 to 460 
main jets in their machines, with no prob- 
lems whatever. 

An inspection of the dyno figures re- 
veals several things. Of the open-class 
motocrossers Cycle has tested in the last 
couple of years, only last year's Yamaha 
YZ400E and the Can-Am MX-4 370 have 
produced more peak horsepower—3.57 

(Continued on page 134) 
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Shoei introduces the ZG. Snell 75 approved extremely light, comfortably plush 
and underpriced even at $500 With an actual price of less than eL at 
Consider it priceless. 
XSHOEI» 1717 Pontius-Los Angeles CA-90025 


THERE'S TOURING AND THEN 
THERES TOURING 


— And whether you cruise down the Interstate or take all 
the roads marked on the map with "scenic route," 

S&W AIR BOOST FORK SYSTEM and 

V MARK П AIR SHOCKS are so totally 

М adjustable that you can take 

along your pet gorilla and 

be able to adjust the 

suspension to carry 

his baggage too! 
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2617. W. Woodland Drive Anaheim • СА 92801 (714) 527-1641 
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HUSQVARNA 390CR. Continued from page 133 
and 0.16 more, respectively. But that's.not 
the really impressive part. Get this: at 5000 
rpm, the Husky is grunting out 24.06 
horsepower (two more than the YZ400E, 
the next strongest), and 29.90 at 5500 rpm 
(nearly five more than the YZ at that 
point). Up until 6500 rpm, the Husky con- 
tinues to make anywhere from one to 
three horsepower more than the next 
strongest machine. If you ride—or condi- 
tions demand that you ride—a bike in the 
4500-6500 rpm range, the Husky's ad- 
vantages here are obvious. 

The credit, we believe, goes to the new 
pipe. Two years ago, the Husky 390 CR 
made good but not spectacular power. 
The curious thing about the 1977 bike, 
though, was its peak horsepower charac- 
teristics. That machine made about 34 
horsepower at 6500 rpm, rose just a bit at 
7000, dipped at 7500 and rose again to 
produce a peak horsepower rating of 
34.53 at 8000 rpm. Peaks and valleys in 
the high-rpm output of any two-stroke hint 
at a poorly designed pipe. The 1979 CR 
with its new pipe has no glitch, and it does 
have sensational power. 

The seat-of-the-pants dyno gives 
equally positive feedback. On the track, 
the CR pulls right from idle, and the mid- 
range makes riding the bike easy. Particu- 
larly noteworthy is the way the machine 
puts its power on the ground: the mid- 
range combines with the 17-inch rear 
wheel and rear suspension to make the 
bike leap at the crack of the throttle. Out 
of corners the front wheel lofts at will, and 
slides simply require an extra-vigorous 
turn of the right wrist. 

To match the new power traits, the 390 
has altered gearbox ratios. First, second 
and third gears are all lower: from 2.06 to 
2.35, from 1.55 to 1.71, and from 1.23 to 
1.30. Lower bottom gears allow the rider 
to get into the upper gears easily and 
quickly, thus taking advantage of the 
abundant mid-range. Mechanical actua- 
tion of the clutch and gearbox is just 
fine—smooth and fade-free without any 
hitches. 

One other problem surfaced: the kick- 
start lever broke in half. However, the 
factory informs us that our particular ma- 
chine had a 1978 lever, which was 
chrome-plated. The chrome levers had a 
habit of breaking; for 1979, stronger lev- 
ers are used. The new levers can be 
identified by their black paint. 

Everyone who rode the Husqvarna was 
impressed by it. Granted, Сус/е'ѕ particu- 
lar machine had several rather severe 
problems, but only the spoke breakage 
was seemingly unavoidable. The major 
malfunction—the engine seizures—could 
have been prevented, and we have no 
reason to believe it's characteristic of the 
new 390. The more anyone rides the bike, 
the better he likes it. For intermediates 
and experts, the CR 390 is ready to ride, 
and if jetted and spoked carefully, ready 
to win. e 
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THROAT COAT Fits 
all helmets. Keep 
warm this winter; 
eliminate wind- 
burn and dust. 
Outside layer of 
water repellent 


ACCESSORIES for HONDA, 
YAMAHA, KAWASAKI, 
mee i SUZUKI and others 


nylon taffeta x i$» CHROME OIL PRESSURE GAUGE 


B-STUFFER BAG — 10" diameter, 
RAIN-PROOF 17" long. Holds two helmets 
CYCLE LUGGAGE and clothing. Travels securely. 
Three-snap flap. Heavy duty 
slings. Red, Blue, Black $11.49 





C-SUPER STUFFER— 21" long, 
12" diameter. All features, plus 
“piggy back" pouch. 

Red, Blue, Black — $15.49 


inside layer. Withstands vibration and tough usage. All chrome 

Elastic bands & casing & mounting hardware. 11⁄2” gauge dial, 2 4 OTANK BAS Steara ig, 
Velcor tabs.for replaceable dial facing, no-vibration needle. gas tank; КЕ 
easy fitting. mount. Topside map pocket an 
Washable. SE SN S personal effects pouch. 
Black $10.95 For Honda Heavy-duty sling for take- 
Silver $12.95 GL 1000 $15.50 along convenience. 


750K/F $13.25 


R Red, 43 
350F/400F/ $16.50 ed, Blue, Black $16 








COMPLETE SET All three bags in 
matching colors. 
Red. Blue, Black. $40.00 









COLD WEATHER GLOVES 
All leather, deep pile 
lining, ridged 
palms,padded knuckles. 
All leather gauntlets, 
adjustable wrist strap. 
Black only. Sizes XS, S, 
M, L, XL. $19.49 pr. 


^ Y. 
Eni $13.25 MOTOCROSS GLOVES Simulated leather 


NW KZ650 $16.55 in black. 4 sizes S,M,L,XL. 
3, Kz400 $14.55 Рг. $4.95 2 pr. $8.49 


For Suzuki DRAFT EXCLUDER : 
85750 313,75 Fits all helmets. Stops 

1 helmet lift, protects against ii 
drafts, dirt, grit, etc. 
Velcro strip for quick, easy 
on-off. $7.95 











CYCLE COVERS Form fitted, 
protects against all weather. 
Heavy gauge, cloth 

backed. Resists muffler 
heat. Contoured to 
all accessories. 
With tie straps. 


Bike shown includes 

sissy bar & pad, 
windshield & fairing, 
luggage rack and 
saddle bags. 





























Moped Cover $26.95 


#958 For 360cc & smaller $29.95 
#961 For 750cc & smalier $29.95 
#962 w/Sissy Bar $30.95 
#964 w/Wndshld $30.95 
#966 Sissy Bar & Wndshla $32.95 
¥970 For 1000cc $32.95 























“No. 1 PATCH” 
For SUZUKI, HONDA, 
YAMAHA, KAWASAKI, 
HARLEY. 

Brilliant Red, White 


COOL WEATHER GAUNTLETS 
Soft cowhide gloves, foam 
lining for warmth & comfort. 
Insulated vinyl gauntlets, 


1 FUEL GAUGE Fits al! Honda flip 
cap models, all years. Mounts 
easily with Honda recall locks. 

































Also Yamaha '75's (road) and adjustable wrist strap. Black & Blue embroidered. #972 w/Sissy Bar $33.95 
Kawasaki '75's (road). Easily w/maroon & white stripe. Sizes 4" high. Iron-on #974 w/Mndshld $33.95 
installed . 77 $495. XS, S, M, L, XL $19.49 pr. or sew-on. Specify $976 Sissy Bar & Wndshld $37.95 






name. No. 86 


$1.50 


NEW GAS CAP LOCK For all 
Honda flip cap models, all 
years. Can be used with new 
fuel gauge (Honda only). 
Heavy duty. 2 keys. Easy to 
install. $9.95 









SPECIAL PRICE 
$7.98 





SISSY BAR CARRY-ALL LUGGAGE Fits all bars, 
on-off in a jiffy. Double lined, heavy duty 
vinyl, full zipper enclosure. Waterproof. 2- 
strap carry-handle, use as hand luggage. 
22” high. standard — Black only $19.95 

DeLuxe heavy duty — Black or Brown $29.95 






MINEOLA CRUISE CONTROL Effortless 
throttle control. Eliminates fatigue, wrist 
pains. Quick, easy on-off installation. 
Fits all cycles. $2.49 














MESI 


SILVER WING PATCH 
For YAMAHA, HONDA, SUZUKI, 
KAWASAKI, HARLEY. 

11" wide embroidered patch. Silver wings, 
black and gold insignia. Iron-on or sew-on. 
Specify name. No. 30 $3.50 





EAGLE PATCHitor |, NEW CYCLE SPAT. 


protects against 
f f HONDA, YAMAHA, HARLEY, abrasions, scuffing, 
/ 7 3 KAWASAKI, SUZUKI j i i 
= indenting. One size 
2 Finely detailed 7-color | fits all, Genuine 
embroidered patch. leather, elastic 
Bronze wings, brown straps Extra stra 
body, silver head & legs, ti | р 
yellow talons & beak. included. Black or 
iron-on or sew-on. Brown $3.98 
4 sizes. Specify name. 
Monster 10” x 13/2” ! 
No. 103 $13.95 
Giant 8” x 10” 
No. 77 $8.95 
Regular 31/2” x 5" 
No. 81 $3.49 
















HELMET SPEAKERS Weatherproof remote 
speaker mounts on rear of any AES Fits 

: {де earphone jack of transistor radio. х1%”. 
We ship Worldwide jnciudes cable connectors $12.95 


Optional 2-helmet attachment $4.95 


ý p : SPECIAL PRICE 


"RANGO" SADDLE BAGS For on or off bike. Double duty $12.95 
bags fit under seat, over seat, over shoulder. Heavy 
duty Naugahyde with chrome plated hardware, heavy 
rivet reinforced. Tie down strap assures snug fit. 
Each bag 12” wide, 11" high, 47%” deep. Great 
innovation for free & easy travel. Set ot two 
Standard — Black only $19.95 



















B. Mini 212" x 34/4” 


H No. 90 $1.95 











CRUISE Е-7-7-7 


Cruise all day. Dial in a constant 
throttle speed, or just enough to 
\ Sturdy, gleam- overcome hand & arm fatigue. 

BI ing chrome rims Easy throttle shutoff. Thumb 
"dress up and control lever easily engages or 
protect your disengages. Install in minutes — 




























Quick release that 
works like a miniature 
seat belt. Polished 
metal. Replaces “0” 
rings. $2.98 


NCHILTON'S REPAIR 
sj & TUNE-UP GUIDES 
For the "Do-it-Yourselfer" 





no special tools. For Honda, Tune up procedures, 
E Specify model Thue Pig i BMW, Visit our only retail location. adjustments, 


Set of two $14.95 





A must for proper _ 
servicing of your bike. 
KAWASAKI 






21/1000 "13-78 $1.95 
Triples '69-75 $6.95 
HONDA Singles '69-75 $6.95 
GL1000* '75-77 $1.95 KZ650 77-78 $7.95 
30.550 Fours 91278 $835 LAMANA 
Е ours '71-' i Ў 167." 
48078007 "66-76 $6.95 puigetzstrokes: 87-75 36.95 
350/360T 68-76 $7.95 4 strokes '70-74 $6.95 
XL Series — 72-75 $6.95 SUZUKI ] 
E-Z LOW BOY ^ TWO WAY INTERCOM Talk while touring. Clear, effortless conversation at SD su 369: Triples '72-74 $6.95 
E-Z DOUBLE SADDLE normal tones. No more shouting, pounding or hand signals. All plastic, Honda Singles —'68-75 $6.95 Singles & Twin '70-'74 $6.95 
guru no a nance OEE 10 all helmets, easy to disconnect. 0 65750 777-78 $7.95 
orks hands-free. Lightweight acoustical tubing, weighs only 2 oz. * i 
$69.95 complete each $8.95 set. 3 or more $7.60 set. КЕЛЕДИ отапа To DD equ А Ni 


New concept in custom seats. Use your original seat base. AM/FM portable radio attachment $3.98 


when availability or stock prevents immediate shipment. 
Install pre-formed foam and cover yourself. Fits like stock. Half-hour 

























































































installation complete with directions. No giueing, no cutting, no special tools 
needed. Available in Double Saddle or. Low Boy. Black only. For Honda GL1000, СВХ NOW PHONE YOUR ORDER TWO WHEEL HONDA of 336 JERICHO TURNPIKE <“ 
CB750K/F/A, CB550K, 400 Hawk, СХ500; Kawasaki K2900/ 1000, К2650; Yamaha TOLL FREE FROM ALL ACCESSORIES MIN MINEOLA, N.Y. 11501 
XS1100, 750-20/E/SE, 650 '76 & later; Suzuki 651000, 68750/550, GT750/550 STATES { INEOLA (516) 248-5775 — ? 
MONARCH SEAT New custom seat of top grade 800-645-6066 NAME —— ш 
All-steel bases Naugahyde. Contoured styling. except N.Y., Hawaii & Alaska | RETE e 
p x eautiful button tuft pattern. U: s = — 
used exclusively original seat mounting hardware. or call 516-248-5775 E: 
PUE taint its ioe ie 2 MEKR 
"78; '73-'78; 400 Hawk; 
p Kawasaki 400, 650, 750, 900, 1000 NEW 1979 CATALOG $1 | | Year + Model # Serial ғ 28 - 5 
% all years. Yamah "s ES 2 5 
& жы нүү 720.650 ў ($1.50 by Air Mail anywhere in the world.) size COLOR(S & 2nd = X Е 5 
651000, FREE E FEET choices) cz = 19 
$69.95 Я HONDA-YAMA a 2 
2 with all KAWASAKI SUZUKI ы е & 
orders ари = ond 
3 | | ES Eu 
= 5 
d. Ble 
| | ge S22 
Se SE 
| N.Y, State residents add 7% sales tax Add 6% Shipping © 3 a = 
(Minimum $1) zo Go 
i C Special Handling & Divy $150 additional (optional) TOTAL 








PLANNING TO 


МОМЕ? 


Let us know 8 weeks in advance so that you 
won't miss a single issue of CYCLE. 


Attach old label where indicated and print new 
address in space provided. Also include your 
mailing label whenever you write concerning 
your subscription. It helps us serve you 
promptly. 
Write to: PO. Box 2776, Boulder, CO 80322, 
giving the following information: 


Change address only Extend my subscription 




















ENTER NEW SUBSCRIPTION 
1 year $11.98 


Allow 30-60 days for 
delivery. 














Payment enclosed 
(1 extra BONUS issue) 
Bill me later 


NEW ADDRESS HERE 




















0942 


Name 





please print 
Address Apt. 


City 
State Zip. 
Additional postage on foreign orders: add $3 a year for Canada, $5 a 


year for all other countries outside the U.S. and its possessions. Cash 
only on foreign orders, payable in U.S. currency. 











| If you have no label handy. print OLD address here. 





| дате 7 please print 
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l City 











DO IT ON ICE! 


79 NATIONAL 
PRO-AM CYCLE 


ICE RACES 
$2 000 PURSE 


+ PAYBACK 

FEB 17 "sso exw. 

FEB 18 зонт 
WINTER 
CARNIVAL 


АКЕ GEORGE, N.Y. 
FOR MORE INFORMATION: 


МАСК A. DEAN  . 
‘CHAMBER OF COMMERCE 
LAKE GEORGE, N.Y. 12845 
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HONDA CB750F........ Continued from page 58 
moderate-speed running. It isn’t some- 
thing you can put your finger on; the 
engine simply feels tentative, unsolid, re- 
motely hesitant, on the edge of having a 
problem, but not quite. 

The bike has another legal-speed nig- 
gle, and that concerns resonance. Like 
anything short of a rubber-mounted V8, 
the F's engine goes through stages where 
frequencies generated by all those re- 
ciprocating and rotating parts couple with 
different parts of the chassis. Between 
about 45 and 60 mph the fuel tank devel- 
ops a perceptible buzz that is bothersome 
only if your riding style has your knees 
clamped tight against the tank. It’s not a 
major—it's just there. 

If Honda had taken the trouble with the 
fuel tank they expended on the mirrors, 
the tank wouldn't move a whisker. The 
mirror stems are hollow, and the heads 
are internally weighted so that their natu- 
ral frequency is non-sympathetic to the 
frequency of the handlebars. The two 
mirror heads are weighted differently, re- 
cognizing the fact that the handlebar 
ends are weighted differently (the right is 
heavier, due to the front brake master 
cylinder and its attending apparatus). 

The CB750F is one of the snuggest, 
tautest street bikes we have tested in 
quite a while. Its steering is neutral and 
perfectly linear from just off vertical all the 
way over to where the footpegs drag. The 
bike doesn't achieve a particular angle of 








with three disc brakes. Some of the phi- 
losophy of the CBX's design team is evi- 
dent here: both fenders, the seat, the tail 
section, the turn-signal housings, the 
headlight shell, the side covers, the chain 
guard and miscellaneous other bits are 
executed in plastic. But the F's engineers 
didn't borrow as thoroughly from the CBX 
as they could have: the rear brake lever, 
the shift lever and the footpegs are in steel 
on the F, in aluminum on the Six, but 
many of these parts may interchange. 

As a motorcycle to live with, the F has a 
diversity of charms difficult to resist. De- 
spite a slight stiff-leggedness on the high- 
way (which could have been ameliorated 
by an adjustable suspension), its emis- 
sion-control-related carburetor leanness 
(impossible to tune out, incidentally), its 
brake surging and the detectable-but-not- 
objectionable resonance at normal high- 
way speeds, we would have to rank it very, 
very close to the Suzuki GS750 as Best- 
In-Class. The Suzuki is a touch lighter, a 
bit more comfortable for long trips, less 
expensive and smoother-running. The 
Honda is more assertive, faster, handles 
incrementally better at high speeds, feels 
tauter and looks more distinctive. The 
Suzuki comes up on power more gently; 
the Honda gets to 6500 and begins to rip, 
and has steam all the way up to 10,500 
rpm, where the valves should be afloat 
but, in our test model, weren't. 

In any and all functional aspects the 
new F is superior to the old: more power, 





lean and then want to fall into the turn, nor 
does it ever resist the input of a rider who 
gets halfway through a corner and then 
tightens his arc. The upper level of the 
seat falls well below the top of the fuel 
tank; that, and the rise of the handlebar, 
helps the rider feel that he's down in the 
bike and intimately a part of it. None of the 
controls is inclined to resist. We've al- 
ready discussed the light-draw, very pro- 
gressive clutch, it would be inaccurate to 
accuse the throttle of being oversprung, 
and the front brake is one-finger strong 
and easy to modulate despite the surging 
that accompanies low-speed braking. 

At 542 pounds wet the new CB750F is 
impressively light for a four-cylinder bike 


torque, cornering clearance, fuel econ- 
omy, suspension compliance and clutch 
smoothness, and less drive-line snatch, 
weight and maintenance frequency. But 
considering what the old 750-Fours were, 
what they meant to everybody involved 
with the sport of motorcycling, how many 
miles they carried their millions of owners, 
how much money they generated for 
dealers, accessory manufacturers, speed 
equipment builders and competing mo- 
torcycle factories which got richer build- 
ing bikes for people anxious to trade up 
from their 750 Hondas; considering all 
this, the new bunch of 750s better be 
better. At least one member of the family— 
the F—is. e 
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GARY SCOTT............ Continued from page 46 
way into jail. 

Sponsors enter and exit, but the racing 
always goes on. Scott's next chance 
would come the following day—Sunday— 
with the second 25-Mile National, the last 
half of the Indianapolis double-header. 
The schedule called for practice at eleven 
a.m. Scott was up, had breakfast and got 
his crew working on the bikes before 
eight. The pit population multiplied as 
those racers and helpers who stayed out- 
side the track filtered in. The pits yawned, 
stretched, spat, slurped coffee, and in- 
haled cigarette smoke. The start of an- 
other race day and time for all riders to 
wind up their competitive main springs. 

Scott found the problems in his new 
engine. The timing had retarded and the 
valve clearances tightened up during the 
previous day's practice. Easy enough to 
remedy. It was ready within an hour; that 
left Gary and his mechanic time to investi- 
gate the star-crossed bike that he raced 
the day before. A brief inspection re- 
vealed wet-sumping, a situation in which 
oil is not properly scavenged from the 
flywheel compartment. They parked it and 
waited for practice. 

Once practice began, Gary discovered 
that everything worked well. He felt en- 
couraged. The track, however, showed 
signs of drying into a too-hard, too-slip- 
pery surface. During the riders meeting, 
Chuck Palmgren said that the track 
should have been dusted with calcium 
and watered. If they tried to race on it, he 
continued, everyone would be sorry. 
Some riders agreed, others remained 
quiet. Gary thought the track would be 
just fine. 

He proved his point by qualifying well, 
then later advancing directly to the Na- 
tional with a third in his heat. From the 
sidelines his job looked easy. It wasn't. 
During the heat race, the motorcycle's 
handling deteriorated. Scott compensated 
the only way he could. He rode harder. 

Back in the pits, Gary discovered that 
he could move the swing arm to and fro in 
a plane perpendicular to the pivot point. 
Closer inspection revealed a flat spot, 
eight inches long, on the tire's circum- 
ference where it should have been round. 
"| told Sal to check the swing-arm bush- 
ings and the wheel bearings. Damn!" 
Scott was angry. They mounted a spare 
wheel with tire, installed spare shock ab- 
Sorbers and tightened everything. 

In the 25-Mile National, Gary started 
well as usual, but his effort proved futile. 
The bike handled only a little better; he 
had to fight the machine as well as the 
track and his competition. He worked 
hard but earned few points and little 
money. Shortly after the checkered flag, 
Gary mustered his crew, and they loaded 
everything inside of 20 minutes. 

Back home in Springfield after Indy, 
Scott fired his Harley mechanic. He had 
been with Gary for a season and a half; 
until recently, he had performed to Gary's 
FEBRUARY 1979 


expectations. But when race bikes stop 
working, rider and mechanic begin to 
work under a cloud. They almost stop 
talking; or when they do speak, they talk 
past one another. “He'd spend eight, 10 
hours out in the shop working on the 
bikes," Gary complained "but they still 
wouldn't be ready. | don't know what he 
was doin' out there." Of course, being 
Scott's mechanic can't be easy; if the bike 
does well, there's talk that Scott has 
"claimed" his way to the winner's circle; if 
the bike runs poorly, it's proof that the 
Scott organization can't keep ex-works 
engines running right. 

The claiming rule allows any competitor 
to claim another's dirt track engine for 
$3500; the rule is supposed to keep racing 
costs down and the sport competitive. 
With only a few factory rides available, 
most of the professional racers are pri- 
vateers who may or may not enjoy some 
form of sponsorship. Without privateers, 
AMA Grand National racing wouldn't exist. 

Riders who claim other rider's equip- 
ment suddenly find themselves very un- 
popular. Repeated claims, threats or 
suspicions of same, can lead to a claimer- 
against-the-world view. Scott can deal 
with that kind of racetrack environment. 
He's lived with it for years. Would he claim 
another bike if he thought it necessary? 
"You're damned right | would." 

From Gary's point of view, if a factory 
sells racing motorcycles, they are obli- 
gated to pass on to their customers at a 
fair price whatever technological goodies 
R&D produces. Gary believes that the 
claiming rule is a just means to achieve a 
competitive racing end where the rider 
plays a more important role than the tech- 
nocrat. "If they did away with the claiming 
rule," Gary says, “I'd quit racing." 

With his Harley mechanic gone, Scott 
could hardly fall back on the mechanic for 
his Yamaha TZ750 road racer. That 
wrench had become history earlier in the 
season. He wanted to work on the Ya- 
maha full time, a luxury Scott couldn't 
afford. In fact, road racing is a luxury that 
Scott can't afford. He finds the Yamahas 
difficult. The bikes accelerate so hard, 
stop and handle so well that they have 
pushed the hairline between a winning 
performance and disaster to an outer limit 
that Gary finds uncomfortable. His dis- 
comfort is born of unfamiliarity. Chasing 
the Number One Plate doesn't give him 
time to sharpen his road racing skills in 
club events, and the four or five road race 
schedule provided by the AMA isn't 
enough. In addition, in the professional 
racer's ledger, where the returns in dollars 
and points must exceed expenses, the 
road race section shows too much scrib- 
bling in the expense column and not 
enough in the income and point columns. 

Without a mechanic, Gary spent the 
two weeks between Indy and Syracuse 
preparing his motorcycles. He's no me- 
chanic, but neither is he clueless. He 

(Continued on page 138) 
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Specially designed for today's pleasure bike rider; 
crafted by FRYE exclusively for Crawford House. 
NOT SOLD IN STORES. 


ө Full 14” height; roomy square toe 
e Harness strap with solid brass 
hardware 


e Full leather lining and pull straps 
€ Scuff-resistant leather toe cap 
9 Special reinforced steel shank 


under arch 

e Deep-cleated VIBRAM® lug 
soles and heels 
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stained brown cowhide with black 
toe cap 
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$3.00 shipping. 
Satisfaction Guaranteed 
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GARY SCOTT........... Continued from page 137 
knows quite a lot about engines, and he 
has seen the Harley disassembled and 
reassembled so many times that he was 
willing to tackle it. He tore the wet-sump- 
ing engine down to the crankshaft, found 
nothing that he recognized as the cause 
and rebuilt the oil pump as a precaution. 
He switched cylinder heads with his other 
engine as a quick way of doing a valve 
job. Working slowly and deliberately, he 
finished the day before his departure. 

The drive to the New York State Fair 
Grounds in Syracuse was long, unevent- 
ful and boring. So too was the wait at the 
racetrack. For Gary, Donna and David it 
was just business as usual. The grounds 
crew had spread the calcium and watered 
the track, but it was still wet and oozy on a 
sunless day. Without the sun’s radiant 
heat, the surface wouldn't dry. Some 
doubted that the track would dry before 
the following Tuesday. 

Because he'd had both engines apart, 
Gary wanted to start them before he took 
them through the tech line. He pulled his 
second bike off of the stand, turned on the 
fuel taps and engaged first gear. Chokes 
on. He pushed off with the help of on- 
lookers. Gary let the clutch go as he 
touched down in the saddle. The rear 
wheel slid in the gravelly surface. More 
volunteer help appeared. Out on the exer- 
cise track, run and bump, sputter, cough 

. no life. Back to the trailer. 

Donna took the reluctant machine 
along with Gary's leathers and helmet to 
tech inspection. Gary tried the other bike. 
Fuel on, chokes on, first gear, clutch in. A 
couple of twists on the throttle to let the 
Dell'Orto accelerator pumps prime the 
engine. A quick push. The engine awoke 
with a pop-thump and revved easily. Gary 
smiled and congratulated himself on a job 
well done. It was the engine that he'd had 
apart down to the crank. 

Practice opened at about two o'clock, a 
time originally reserved for the start of the 
first heat race. A common complaint in 
the military is: "Hurry up and wait." In 
professional motorcycle racing, one 
might extend that phrase to “Hurry up and 
wait, then hurry up." Once practice be- 
gan, officials prodded riders to get mov- 
ing. Suspicions about the track proved 
correct. It was very slick. 

First call for qualifying found Gary ex- 
changing parts. He replaced the quick- 
change rear wheel assembly, measured 
the drive-chain free play and synchro- 
nized the carburetors. He topped up the 
fuel tank and slipped into the qualifying 
line. His flying lap of 38.191 earned him 
eleventh fastest qualifying time and the 
third starting spot in the third heat. But his 
engine had gone flat. 

“The mag's bad on this one," Gary said 
as he pulled his helmet off. "So l'Il switch 
‘em. | got five minutes." Gary actually had 
about 15 minutes to exchange the mag- 
neto, but the job didn’t go well. Getting the 
mag gear to line up properly with the 


driving gear proved a little tricky for him. “I 
don't know what we'll do if it don't work.” 

The starter waved off the second heat 
while Gary tightened the magneto mount- 
ing bolts. He had a mere 400 seconds to 
time the engine and get into his gear. He 
made it to the line with a minute to spare. 

Gary started poorly but at the end of the 
first lap, he was fourth, with little chance 
of catching the leaders, Scott Pearson 
and Garth Brow. By the time Gary freed 
himself of traffic, the first three had 
stretched out an insuperable lead. On the 
last lap in the last turn, Garth Brow ran 
wide while holding second place and 
coasted to a stop with a dead engine. 
Fortune spared Gary the extra labor of 
running the Semi. 

Twenty-five miles of racing at about 
37.5 seconds for each one lap uses up 
only 15 minutes, 36 seconds of a racer’s 
life. When everything is working right, it’s 
wonderful and ends too soon. When a 
rider fails to get up for it or lets the track 
and/or machine bring him down a peg, 
that 15 minutes can feel like an eternity. At 
that point, racing is a difficult and frustrat- 
ing business. 

At Syracuse those perfect 25 miles be- 
longed to Jay Springsteen. He won 
because everything worked right... 
mind, body and motorcycle. He charged 
through the turn-four whoop-de-doos 
clinging to the machine with a looseness 
shared by no other rider. He wasted no 
time there. For a short time, everything 
worked right for Hank Scott, then his 
brake caliper fell off. He used up a third of 
the race before he learned how to ride the 
turns without his brake. Hank settled for 
third. Steve Morehead finished a clean, 
strong second; not once did he allow 
Springer to relax. 

For Gary Scott the 25 miles dragged by. 
He had found turn one too slick. If he 
pushed too hard there the front wheel 
threatened to set the bike on its side. 
When he tried another approach, the ma- 
chine wanted to run wide off the groove. 
The waves in turn four tried to pitch him 
clean off of the motorcycle, and he 
couldn't get enough traction on the 
straights to use all of his horsepower. 
Scott finished eighth. 

It was neither the race nor the place 
Scott wanted, but Syracuse fit Gary's 
1978 pattern. Gary could have hung up 
his hot shoe till 1979. But Scott never 
accepts easy solutions. “If nothing’s 
working real good, you got to bear down 
and think how important it is and how 
much you want to win.” 

On the AMA dirt track circuit, you are 
how you race. “You get paid by your 
performance. You can’t expect anything 
different than that." A racer less re- 
sourceful and determined than Scott 
would confront that reality with a chilly 
shudder. But if you’re Gary Scott and 
ready to bear down, 1978 is history, and 
the 1979 racing schedule offers nothing 
but opportunity. © 
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Ou: on the dirt of 
America, there are far 
fewer oranges than reds 
and yellows. No matter. We grow 
our Can-Am motocrossers to 
outperform the opposition, not out- 
number them. 

Since it first started life with 
impressively powerful, bulletproof 
engines developed by our own 
Rotax division, the MX line has been 
ripening steadily. It has shed weight, 
sprouted 38 x 270 mm magnesium 
air forks, a fully floating rear brake, 
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a low center-of-gravity 
chromoly frame. And a 
reputation for handling 


powerplant performance. 
This is the picking season. We've 
made dozens of improvements in 
our oranges to suspension, steer- 
ing, engine, clutch, gearbox. And 
the only part of them you could 
mistake for red or yellow is the 
price. : 

MX-5 is ready. 

And the time for _ 
you to Switch to 
Can-Am is ripe. 
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agility. Heavyweight punch. And a 
price that won't knock you 
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for less— except at weigh-in time, 
when less is what you want. 

At 437 pounds dry, the Honda 
CB650 is sinewy and lean, more 
than 25 pounds lighter than its 
four-cylinder competition. Low 
weight pays off in manageability — 
and it pays off again when the 
stoplights turn green. There's a 
smooth new 627 cc OHC four- 
cylinder engine tucked away inside 
the double-cradle frame, with a 
decade of Honda superbike know- 
how behind the design. It gives the 
CB650 a power-to-weight ratio 
that makes this bike eagerly respon- 
sive, with the cat-quickness that 
marks a true champion. 

The CB650 is no lightweight 
when it comes to good looks. 
Check the highlighted black 
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aluminum-alloy ComStar™ 
wheels, contoured saddle and 
large, stylish rectangular turn 
signals. In its rich colors and gold 
striping, the CB650 is a class act 
for class riders — riders who can 
appreciate superbike perform- 
ance in a mid-size package, 
without breaking the rules 

of the road. 

So ride smart, watch out 
for the other guy and go see the 
new light-heavyweight champ. 
In performance, styling and price, 
its gonna KO the competition. 
Its at your Honda dealer now. 


Always wear a helmet and eye 
protection. For free brochure, write: American 
Honda Motor Co., Inc., Dept. C29CB, Box 50, 
Gardena, California 90247. See Yellow Pages for 
nearest Honda dealer. © 1979 American Honda 
Motor Co., Inc. 
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PIPELINE ..................Continued from page 14 
that the total absence of start/appear- 
ance money added steel to resolution. 
Friday night—speedway night—was a 
time for plummeting self-confidence 
when the inexpert discovered racing 
among their own not only unfunny but 
downright dangerous. This form of four- 
man racing on a tight track called for 
extra-rapid assimilation and application of 
speedway's golden rule: when in difficul- 
ties the natural reaction to shut the throt- 
tle is the wrong one. This only generates 
more trouble, tossing the victim into the 
safety (safety for spectators) fence and 
possibly collecting an innocent plodder 
en route. Marshall, Read, Roberton and 
Grant all fell (and Grant had estimated his 
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dark horse, attacked the fairly difficult 
sections with any real confidence. He lost 
only 17 marks. Grant dropped 36, but 
Mick lent an air of respectability to the 
otherwise undistinguished efforts of the 
road racers. Lee and Collins (42 and 43) 
gave notice of latent trials talent lurking in 
speedway riders, but Mauger proved the 
exception by discarding 99 marks. And 
Read retired with speed to preserve his 
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6709 OLD BRANCH AVENUE ing (barely) wounded bench, there to dis- 
WASHINGTON, D.C. 20031 cover he would not place sole to foot-peg 

(301) 449-3550 for the rest of the weekend. 

Unlike Baybutt at Wolverhampton, 
speedway's men had no hope of over- 
coming their handicap and overwhelming 
three opponents in four short laps. Collins 
tried in his semi, making monumental 
efforts to take Wade and qualify for the 
final. But he couldn't progress to the four- 
man decider which, in the absence of 
speedwayites, was a straight motocross- 
trials contest. The outcome, a one-two for 
Ў р. Tx тте motocross and three-four for trials: Wade, 
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HERE'S ALL THE EQUI 


Just wheel it out of the ‘Trials events last year al Que power to the ground. 

о, fill the tank, and go. So what's new this year? And with the help of our 
nywhere. new chrome-moly frames,the 

Yamaha's IT Enduros dont MORE POWER. LESS WEIGHT. 250 and 400 also check in a 
need expensive modifications. Sometimes the difference few pounds less than last year. 
Because at Yamaha the modifi- between winning and finishing 
cations are made at our factory, is a couple of horsepower. FASTER; SLOW. 
every year, by the best engineers We've improved the power Since Enduro riders go slow 
in the world. of all our Enduros. In fact, the as often as they go fast, 

And our bikes have not only 17250 and IT400 have com- we made the steering 
Won every known variety oflocal pletely new engines. Gutsier, a little quicker for 

competition, they also picked up lighter, and more compact— the slow going. 
old Medals i in International ^ with smoother shifting trans- 
missions to get more of that 


More power. Better torque. A real tool kit. Right where 
rae a — you can get at it. 


Improved longer Mono- 
shock rear dx No 
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PMENT YOU'LL NEED. 


Fast or slow, our improved 
Monoshock has more travel to 
keep the rear wheel where it 
belongs. And it's still the only 
system that completely elimi- 
nates rear wheel wobble, while 
being adjustable for anything 
from the Arizona desert to a 

- Czechoslovakian swamp. 


STATE OF THE ART. APART. 
When youre five minutes ahead 
of schedule, the last thing you 
want to do is spend six minutes 
fixing a flat.So our Enduro 
bikes come apart fast. 

With the quick-release rear 
wheel, you can fix a flat and be 
on your way in as little as 90 
seconds. 

Even the air filter can be 
replaced with one hand. 

Our Enduros come.in 


New head angle for quicker 
steering. 


three convenient sizes— the 
ITI75, the IT250, and the IT400. 
They all have our new limited 
warranty. And they all have what 
it takes to win gold medals right 
out of the showroom. Except an 
outrageous price. 

Which makes buying a 
Yamaha one of the few ways 
around to pick up some gold, 
without first owning the mine. 


When you know how theyre built. 
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Send me ordering and price information 
on the KERKER OIL COOLER. 


NAME 
ADDRESS 
CITY. 


Kerker takes great pride in announcing the most dramatic improvement in 
motorcycle oil cooler technology еуег- Тһе Kerker Oil Cooler and the Kerker 
Cooler Control. Our exhaust tuning technology has revealed that today’s high 
horsepower engines and leaner fuel/air ratios have increased oil temperatures 
approaching 250°F. We don’t have to tell you what those temperatures can do 
to your oil and your ENGINE. Therefore, in the Kerker tradition of uncompromising 
quality and the highest performance, we introduce the most rugged and efficient 


` oil cooler system in the industry. 
Unlike the current fin-and-tube or serpentine coolers, Kerker uses a unique 


stacked plate design that is sturdy, compact and very efficient. This advanced 
design, developed for high performance aircraft use, will dissipate more heat 
from your engine than any other type of cooler. In fact, our standard cooler is 
more efficient than the so-called super coolers available. 


To prevent overcooling оѓ іће oil on cool days апа to provide faster warm-ups, 
the patented Kerker Cooler Control regulates 

oil flow through the cooler below 170°F. Its pem 

foolproof design keeps the cooler filled at 4 


e 
all times and, in case of malfunction, by- 
. passes the oil back to the engine. g2 Y (2 


The Kerker Oil Cooler carries a limited life- 
time warranty and will be repaired or replaced 


pt 
free of charge for as long as you own your. . Ø [s = 
bike. See warranty card for full details. BT p ©; 
For ordering information, send coupon to P. s لال‎ Е 


KENDICK ENGINEERING, INC., 7900 Deering 
Avenue, Canoga Park, CA 91304. 








PIPELINE ................ Continued from page 142 
Andrews-the-Quick, and Rathmell-the- 
Cursed. Lampkin won the first and sec- 
ond motos, then in the last wisely at- 
tended his own business in a safe third 
place to secure overall victory. Andrews 
twice threatened to annihilate Lampkin 
and Rathmell in the first moto but fell off 
both times and remained third. Next time 
out, he moved up one place and then won 
the third moto. Rathmell, who spent the 
first moto with his knobby virtually ram- 
med into the exhaust of Lampkin's Yam, 
cursed his big chance away in the sec- 
ond. He started quick but crashed even 
quicker, destroyed the front brake lever, 
and trailed in behind Lampkin and An- 
drews. And in final dispute, he found 
Andrews-the-Quick no more accom- 
modating than Lampkin had been in the 
first. So Saturday ran out of events with 
Lampkin, Andrews and Rathmell moto- 
cross controllers, and in the overall stand- 
ings Wade (55 points) headed Roberton 
(50), Lampkin (48), Rathmell (42), Baybutt 
(39), Grant (36), and Andrews (35). 

Sunday rudely interrupted England's 
long-running Indian Summer with rain 
and fog which clamped dank satanic 
paws on Donington. The dismal weather 
shot gaping holes in the schedule; it 
caused the cancellation of one road race 
and stretched out the proceedings to an 
after-dark conclusion. 

After a long, frustrating wait racing did 
finally get underway with the four- 
wheeled equalizer to search out the su- 
preme two-wheeled performer—whatever 
it was worth in terms of pure logic. As 
things turned out, it was worth less than a 
great deal to Saturday night's leaders. 
Wade emerged best of the inexperienced 
bunch with seventh place, one up on 
Rathmell and way ahead of Lampkin 
(11th) and Roberton (12th). Karting was, 
however, worth $350 to Marshall who 
gallantly lowered aching limbs beneath 
the steering wheel to out-kart Read and 
Collins in a closely fought finish. 

Ever mounting delays cut the two-leg 
Honda 125 affray to a single race over 
eight laps, in which Andrews and Rath- 
mell assumed total command. Somehow 
or other the big men managed to arrange 
their extremities behind the slim-line fair- 
ings and miniature screens to put over a 
super-show-start to finish. Rathmell led 
into the last corner, but Andrews em- 
ployed the late-braking tactic like a pave- 
ment veteran to take it in the final gallop to 
the line. Third was Baybutt, and Wade 
finished fourth, where Collins might have 
placed if he hadn't chosen a damp patch 
for his attempt to usurp the motocrosser. 

Wade, known in his younger days as 
"Wild" Wade, entered the enduro.leading 
Rathmell 76 points to 70 and needing a 
win or second to sweep the board. Sadly, 
though, Wade hit the dirt twice and 
slipped to fourth behind Rathmell, Rober- 
ton and Lampkin. This left the trials and 
motocross boys topping the Superbike- 
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Six table and sitting pretty on not incon- 
siderable sums of money. Rathmell 
picked up $10,350, Wade $5,350, Rober- 
ton $3,350, and joint fourth placers An- 
drews and Lampkin $2,100 each. 

And what did all this Super-Sixing really 
amount to? Well, it's difficult to draw firm 
conclusions from England's first all-in 
competition, and it's invidious to apply a 
conjectural comparison test vis-a-vis 
American riders. It could be that under the 
British system, the riding of basic (trials) 
bikes on under-inflated semi-knobby tires 
over terrain ranging from barn-size boul- 
ders to metalled roads, makes better all- 
round motorcyclists of the sporting vari- 
ety. Or perhaps the chance of turning 


specialists into experts at everything in a 
single weekend has the same chance of 
success as making a silk purse from a 
SOW'S ear. 

The organizers believe they have the 
correct format for smashing down the 
isolation barriers between specialist race 
watchers and other insular spectators, 
and for bringing them all stampeding to 
SB-6 venues in their thirty-thousands. 
More likely, the Roman-circus-style enter- 
tainment holds minimal attraction for the 
purists, and its future really rests within 
the confines of the television box. TV 
producers, after all, love lots of blood, 
thunder and thumps. 

—dJim Greening 








FREE ACCESSORY CATALOG 
OVER 200 PAGES OF GOOD RIDING GEAR. 
ORDER BY PHONE, TOLL-FREE. 


4-800-426-2820 









Bind ы ^ ми 
б «э AN И 
ECLIPSE TANK BAG 
100% weather resistant 
cordura. 3 compartments 
and 2-way zippers. Attaches 
via four Velcro straps, Red, 
blue & black ....... $49.95 
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| BOSCH QUARTZ 
' HEADLAMPS 









f able for motorcycles and 
autos. High powered bulbs 
available too. 


Tits» ciet msg ДУ 
E OSIM 2 s 54 26.9 
26.45 
$17.95 


; 5-3/4 inch (Hella) ... 
H-4 Bulb 70-75 watts . . 


Ж єх comfort and mM 1 
^. performance on the Әм] 
T road. MARTEK POINTLESS 


CYCLE KAMP IGNITION 






























* Quartz conversion kits avail- 
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y self contained. Improve 
This speaker attaches to any "irs а Нет эшегез win ш pid 
helmet for radio listenin в . . . & a whole lot more. een OT d 
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use. Simple and effective. Money back guaranteed! 
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of Heavy Duty Leather and is B лаа 
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Available in black or brown | 2... I 
with "Harley;' Нопаа "Live ID 
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^Several tire companies have rigs built for 
just the sort of tests we planned. One of the best 
systems was built and is used by Continental Tire 
Company and our rig was, frankly, begun after ^4 


E 


careful scrutiny of the Continental equipment? 2 


Cycle World: Editorial 


Out of this test, came excellent ratings for our performance. 
And from the performance with riders came excellent ratings for our mileage. 
That makes double excellence for the Conti Twins. 





_ Ontinental? 


Our Twins aren’t born, they’re made. In Germany. 








information service 











How To Find What You Saw And Liked 


Cycle Reader 
Brochure Service 


Here's a listing of the latest in literature on 
commercially available motorcycle products. 
To receive any of the following materials, 
simply circle the number next to the item on 
coupon at right. Your request will be for- 
warded to the appropriate company. 

(101) Delta Products: Four-color descrip- 
tive brochure on the Mark Ten Z, an elec- 
tronic ignition system for four-cycle 
engines. Includes specifications chart and 
warranty information. 

(102) Haynes Publications: Fifty-page cat- 
alog of do-it-yourself motorcycle workshop 
manuals and general and special interest 
motorcycle books. 

(103) Rexnord: Ring-hole-punched bro- 
chure containing detailed descriptions with 
illustrations of individual components and 
product benefits of assembled Duckworth 
chain; details of heavy-duty drive chains 
and special super-performance chains; 
complete chart of all critical dimensions. 
(104) Michelin: Single-sheet leaflet de- 
scribing product features of the Michelin 
M48, the tire for the “big bike" rider. 
(105) Preston Petty Products: Four-page 
brochure with color pictures and product 
descriptions of their line of products: MX 
fenders, grips, number plates, and more. 
(106) Saturn Batteries: Single-sheet color 
leaflet on their Sterling Series ‘‘no trouble" 
motorcycle battery, illustrating how it 
works. Six-page foldout on all their motor- 
cycle batteries, with replacement, dimen- 
sion and cross-reference charts. 

(107) Martek Products: Six-page foldout 
brochure and one-page leaflets describing 
inadequacies of mechanical motorcycle ig- 
nitions systems and benefits of electronic 
systems; include illustrations, specs, and 
performance features of all their electronic 
ignitions systems. 

(108) Kerker: Foldout brochures on ex- 
haust systems and gear with order form. 
(109) Target Products: Descriptive bro- 
chure with order form outlining use of 
Threadmaster tool. 


For any of the above information circle ap- 
propriate number on a coupon at right! 
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Here's how you can get additional information concerning products and services 
advertised in this issue, the New Products Editorial Section, and the listing on this 
page: 

1. Clip one of the coupons. Print, or type, your name and address as 
indicated. Be sure to include Zip Code. 

2. Please circle the number on the coupon which corresponds to the 
number at the bottom of the advertisement, New Product listing, or 
next to the item in our brochure listing on which you wish further 
information. 

3. Enclose 25é to cover our processing costs. Your name will be for- 
warded to each company from whom you have requested further 
information: Listed companies will mail out literature as they deem 
appropriate. 

4. Mail Coupon and 25é to: Cycle 

P.O. Box 2904 

Clinton, lowa 52732 

5. Allow 4 to 6 weeks for receipt of literature and information. 


coma GIL aL aa >< eS кш—шш шш 
CYCLE, Р.О. Box 2904, Clinton, lowa 52732 Don't Forget € 
EXPIRES April 30, 1979 cc2/79. A Quarter 25 
For Processing 
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CYCLE, P.O. Box 2904, Clinton, lowa 52732 
EXPIRES April 30, 1979 cc2/79. 











Please send me 12 issues of Cycle for $4.99 and bill me. 
mmm GILL SEs CES 


Don't Forget 
A Quarter 25€ 
For Processing 
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CYCLE, P.O. Box 2904, Clinton, lowa 52732 
EXPIRES April 30, 1979 cc2/79. 


Don't Forget 
A Quarter 25€ 
For Processing 
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The Duct Tapes Continued trom page 16 
Honda. | passed the decibel test easily 
and then discovered | had to go right into 
the start chute. It wasn't that | wasn't 
ready to go; it was more like | wasn't 
exactly not ready to go. ld have liked to 
spray a little insect repellent around to 
keep the wood ticks away, and I'd prefer 
leaving some of my teeth in my bedroom 
slippers. | think | shook hands with more 
guys in the start chute than | did at the 
banquet and | was glad my teeth weren't 
in the bedroom slipper, since now | could 
say "thank you" to a compliment instead 
of "dank youshe." 

The layout, the marking, and the 
speeds were as fine as l've ever ridden 
and | really enjoyed some of the low 
ground with the lush tropical vegetation 
that sells for eight dollars a pot back at the 
Cherry Hill Mall. At 51 miles the guy who 
had been dragging trees across the trail 
outdid himself with a full-size rim crusher 
and this, on top of the fifty miles | rode 
yesterday, sort of buckled one knee. We 
dropped into a gully before | got really 
straight and | high sided the left turn at the 
bottom and splatted into the gully bank, 
imbedding the right handlebar. By the 
time | got her pried loose | was beginning 
to melt and my heart beat was jingling the 
spare master links in my jacket pocket. 
After ld poured the water from the can- 
teen down my neck and waved the next 
sixty riders past | got rolling again and 
heard the funniest thing since Frank Solt- 
ner broke the fuel tank fitting clean off his 
OSSA and Charlie Stapleford said, "You 
shouldn't have turned it to OFF, Frank." 

| was running in a section of dense 
saplings, the kind of spot where you have 
to feed the handlebars into the trees like 
you're paddling a kayak upstream. A rider 
was off the trail, how | can't explain unless 
he had taken the motorcycle apart and 
reassembled it or the thing had sat there 
and the trees grew up around it. 

"Hey Ed!” he yelled, swinging his arm 
around to indicate his predicament, “how 
do you like these wide open spaces?” 

Fella, | liked them real nice. 

There you go. 

—Ed Hertfelder 
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THE FINEST MOTORCYCLE CLOTHING 
The finest custom 
made leathers for the 
pleasure or sport rider. 
Factory direct only. 
Catalog available. 
Send $1.00 for NEW CATALOG 
(Refund on first order) 


IN THE WORLD 


stil; 


Sfeathew 


2443 S.E. DIVISION, PORTLAND, ORE.97202 






















An ATLAS BODY ?in 1 m 


my method of DYNAMIC-TENSION < 
starts giving results you can 
feel and your friends will 

notice. Big, useful muscles. є 
Gain weight, if needed. Lose 
“pot belly." Send your name and 
address for 32-page book—FREE. 
CHARLES ATLAS, 49 West 23rd St., 
New York, N.Y. 10010 Dept. 2268 


"MOTORCYCLE COVERS 


"FIT TODAY'S NEW, BIGGER 
BIKES. PROTECT EXPENSIVE 
ACCESSORIES, TOO. SO, IF 
YOU WANT A COVER 
THAT'S MADE FOR YOUR 
MACHINE, INSIST ON 
GA-ZEE-BO. NO OTHER 
COVER FITS LIKE IT, WEARS 
LIKE IT, OR PROTECTS LIKE 

ER YOURS NOW. 


CALL TOLL-FREE (800) 521-7916 
IN MICHIGAN (800) 482-0988. 
FOR A FREE CATALOG WRITE: 
TEX-ALL COMPANY, INC. 
14001 N. McKINLEY ROAD 
MONTROSE, MICHIGAN 48457 












p пати" It's Still 1978! 


Looking for a Turbo Charger System for your bike? Buy 
a Magnum Turbo Charger before March 1, 1979* and 
you'll get Magnum's great looks, performance and 
reliability plus you'll get it for '78 prices! That's right 
— 1978 prices (A 10% savings over ‘79 prices]: 
52 Sportster & Superglide $885 

CB750 A,F,K; Kaw 650, 900, 1000; 
GS 750, 1000; Yamaha XS-11; $995 


With Old Man Winter here — it’s the perfect time to take 
advantage of this offer and bolt on a 40%-60% horse- 
power increase (it's really a “bolt-on” — only takes 
about 4-6 hours.) Gain an honest 1-2 second lower ET! 


Find out what Magnum Turbo Powe? i all about! 


*To qualify — mail coupon 


with 50% deposit 
before March 1, 1979 


Mail With 50% Deposit To: 





Bike 


Name 


Address;z.— — —— Е L 


MAGNUM MANUFACTURING INC. 


1320 E. St ANDREWS, UNIT G 


SANTA ANA, CA. 92705 
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MARKET PLACE 


quire. GENERAL INFORMATION: All copy must be typewritten or clearly ЖЕЛДЕ Payment must accompany copy except when ads are to be billed on credit cards — 
American Express, Diners Club, Master Charge, VISA (supply expiration date) — or ads are placed by accredited advertising agencies. First word in all classified ads 
set in caps. ALL copy subject to publisher's approval. All advertisers using Post Office Boxes in their addresses MUST supply publisher with permanent address and 
telephone number before ad can be run. Ads are not ackowledged. They will appear in first issue to go to press if received after closing date. Closing Date: 3rd of the 
2nd month preceding cover date (for example, March issue closes January 3rd). Send order and remittance to Classified Advertising, CYCLE, One Park Ave., New 
York 10016. For inquiries, contact Karen Ross at (212) 725-3926. 








REGULAR CLASSIFIED: COMMERCIAL RATE: 
For firms or individuals offering commercial products 
or services. $2.30 per word. Minimum order $34.50. 
EXPAND-AD® CLASSIFIED RATE: $3.45 per word. 
Minimum order $51.75. ILLUSTRATION WITH 
CLASSIFIED RATE: $80.00 per column inch. Must 
be used in conjunction with either Regular or 
Expand-Ad® classified. Frequency discount: 5% for 6 
months; 1096 for 12 months paid in advance. PER- 
SONAL RATE: For individuals with a personal item 
to buy or sell $1.25 per word. DISPLAY CLAS- 
SIFIED: 1" x 1 col., $125.00; 2" x 1 col., $250.00; 3" 
X 1 col., $375.00. Col. width 2-1/4". Advertiser to 
supply film positives. For frequency rates, please in- 





FOR SALE 





MOTO GUZZI 





EUROPE 
ONA a 







European: 


tour in Italy, 
with a new 






Ron 570 Ltd., overseas Delivery Agent 
238 Mulberry St., NYC 10012 (212) 288-5282 








MISCELLANEOUS 


SAVE! BUY IT WHOLESALE! Free catalog jammed with 
Motorcyle, Snowmobile, Small engine parts, accessories. 
Manufacturer's Supply, Box C157, Dorchester, WI 54425. 








ACCESSORIES 








TOTAL PRICES! 
WE PAY SHIPPING 


CALIF. RES. ADD 6% TAX SEND 
CHECK OR MONEY ORDER — NO COD'S 
STATE: STYLE. SIZE (6%-7%) AND COLOR CHOICE 


RT MAGII STAR 120 MOTO STAR II 
$45.95 $65.95 $73.95 $73.95 $81.95 


PARTS UNLIMITED -Dept. C, 13273 GLENOAKS BL. 
SYLMAR. CALIFORNIA 91342 (213) 367-1246 


UNIQUE OPPORTUNITY. One of the East Coast's largest 
Honda Motorcycle dealerships is being offered for sale. Com- 
plete stock of cycles, as well as parts & accessories plus a 
Solid customer list and reputation that is second to none. De- 
mands of other unrelated business interests make this once in 
a lifetime opportunity possible. Serious principals only. Box 
219, CYCLE, Classified, 1 Park Ave., N.Y., N.Y. 10016. 





$1200.00 MONTHLY Correcting Pupils’ Lessons!!! Start Im- 
mediately. Free Report. Send self-addressed stamped en- 
velope. Home, Box 9201-SJXK, San Diego, CA 92109. 


YOUR OWN manufacturing business FREE. We supply all 
equipment and know how. Free details. Write: Mason, Room 
MC-375-IB, 1512 Jarvis, Chicago, Il. 60626. 








APPAREL 





FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear. World's 
lowest prices. Immediate delivery. Catalog 25 cents. Herm's 
Leathertogs, Dept. C, 701 Northampton St., Easton, Pa. 
18042 





SUNGLASSES = as low as 5. 65. ea. 


Stop plucking bugs from your eyes! : (x. 
«t 
them from flying off your face! Brow 
lens in choice of Grey, Green, Brown, Mirror, or Yellow. Fost delivery 
‚75 per pair for Air Mail. Foreign orders odd 1.25 per poir. Order from: 


These glosses give full eye cover- 

bor keeps perspiration off the lens. ый Š J 
and money-back guarantee if not sotisfied. Prices: 6.95 for 1 pair, or 
HIDALGO SUPPLY CO., DEPT.8 


age plus cable eorpieces to keep 

Triple-broced wire frame. Free corrying case. ЖОЮ ата GLASS 
11.95 for 2 pair, or 16.95 for З pair. Add .45 per poir for parcel post, or 
P.O. Box 35339 Houston, Texas 77035 











TOTAL PRICE WE PAY SHIPPING 


SEND CHECK OR MONEY ORDER: STATE ҮН. MAKE. MODEL 


OPTIONS & COLOR (BLK.WHT SIL) САШЕ RES. ADD 6% 


HORNS + $19.95 VENTS + $8.95 QUARTZ LIGHT + $19.95 
STRIPING + $9.95 LIGHTER + $3.95 TALL SHIELD + $3.95 
LOWERS — PLAIN $64.95 — WITH STRIPING $69.95 
PARTS UNLIMITED 13273 Glenoaks В! 
SYLMAR CALIFORNIA 91342 (213) 367-1246 


















THE NEXT BEST THING TO AN ANCHOR 
15 ONLY A WEEK AND А FEW DOLLARS 
AWAY. EIGHT STOCK SWIRL PATTERNS 
AVAILABLE FOR YOU TO CHOOSE FROM 
ALL PATTERNS PRECISION DRILLED ON 
COMPUTER CON 


LED EQUIPMENT AND 


COUNTERSUNK SIDES OF DISC 





Swiss Cheese 


ls NELMAN FABRICATORS 


WRITE FO 
DEALERS - 








BOX 1085 e SPRINGRELD VA 22151 








108 HOLES IN YOUR DISC. Return prepaid airmail for 
$29.95 M.O. Bill Bowman, Inc., 2546 Manhattan Ave., Mon- 
trose, CA 91020. 


TIRES AT DISCOUNT PRICES — All brands available. Dun- 
lap, Goodyear, Pirelli, Michelin. Metzeler, etc. Write for price 
list to Pat's Cycle Accessories, Suite 136, 220 Redwood 
Highway, Mill Valley, CA 94941. 








BUSINESS OPPORTUNITIES 





NEW LUXURY CAR Without cost. Free Details! Codex-ZZ, 
Box 6073, Toledo, OH 43614. 


MILLIONS IN MAIL! Free Secrets! Transworld-17, Box 6266, 
Toledo, Ohio 43614 


EARN $1,000 MONTHLY, sparetime, homework, "GUARAN- 
TEED.” Free details, Write: UNICORN, ZD2, 1140 Chelton, 
Colorado Springs, CO 80910. 











SEND 35¢ FOR CATALOG 
P.O. Box 5023 * Santa Barbara, Calif. 93108 





EMBLEMS TOP QUALITY, Embroidered, guaranteed color- 
fast. Direct to you from leading factory. Order 25 to 25 million. 
Firm quote from your own sketch or our Design-an-Emblem 
Guide® supplied free. A-B Emblem Corp., P.O. Box 9695. 
Weaverville, N.C. 28787. 





CYCLE PUBLICATIONS 





Road Rider 


$15 for 12 issues, or $1.50 
for sample copy to: RR, 
P.O. Box 678, Dept. E, 
South Laguna, CA 92677 


FOR THE TOURING MOTORCYCLIST 














EQUIPMENT AND PARTS 





SAVE ON NEW parts. Approximately half of list on used parts. 
Most makes and models available. Cycle Salvage Center 
Sales, R.R. 3, Beatrice, NB 68310. 


WE MAIL ORDER Yamaha and Husqvarma parts all over the 
U.S. Just call in your order. Bill Helland, (714) 530-7740, 
Orange County Cycles, 13666 Harbor Blvd., Garden Grove, 
Cal. 92643. 














HONDA PARTS 0E 08 МА worcowine 














State Model No., year, frame & engine nos. T TOLL FREE 

NEW 80pg CATALOG $ 1 texer go 60 66 

($1.50 by Air Mail anywhere in the world.) EL 
2 






HONDA of MINEOLA 


336 Jericho Tpke., Mineola, N.Y. 11501 








BSA Parts 


Kawasaki Parts 


SHIPPED SAME DAY 
NORFOLK Box 81, Rte 1A 
MOTORCYCLES Norfolk, MA O2056 

Call (617) 384-7555 








CALL 
TOLL FREE 


FROM ANYWHERE in U.S.A. 


800-221-7508 


GENUINE HONDA PARTS 
24 HR. MAIL UPS SERVICE 
OUR 50th ANNIVERSARY 


State Year. Model. Eng. & Frame Nos 
Our New Parts & Access Са! Avail. Send 
$1.00 for Postage & Handling. $1.50 for Air 

9920 Farragut Rd., Bklyn, N.Y. 11236 

N. Y, State CALL: 212-257-0230 


«) Division of Carl's Motorcvcle Sales, Inc. 


Мот) Teura 
IZ 


@ © 
SED & RECONDITIONED PARS 
CYCLE SALVAGE, INC. 

















EASTERN CYCLE SALVAGE, INC. 
A Two floors of good USED PARTS 


172 Frontage Road, West Haven, CT 06516 (203) 933-1609 
KJ for most makes and models. Save 
up to 50%. One day service. 


С: 
S WRITE: 


c 
o DEPT. C, 87 PARK STREET 
Уд BEVERLY, MASS. 01915 (617) 922-3707 








Horton PARTS 


NATIONWIDE 
Mail Order Service 
Route 109 
Millis, MA 02054 
(617) 376-2679 


MILLIS 
CYCLE 


Closed Sun. & Mon. 
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FORKING BY FRANK 


Fine fork tubes, any length for any bike, in- 
cluding stock and under. Also other front sus- 
pension items. 


FRANK'S MAINTENANCE 


& ENGINEERING, INC. 
945 Pitner Evanston, Ill. 60202 


(312) 869-6792 
TRIUMPH “BSA 


PARTS: from ‘47 оп... 








-G.P. Cycle Works. . 
Ave.. 
-(415)658-9844 

-State: Make, Model, Year, I.D. No. 


4721 Telegraph 
.Oakland, CA 94609 













d 
= Y GUARANTEED 
PEN vant 


ў zy? USED PARTS à 
qu ET wet. ies т : 


All parts guaranteed in Good Condition 
У LIST PRICE 1-DAY SERVICE M/C, B of A 
Write or call. Give make, model, yr., frame # 


ALL MOTORCYCLE PARTS 
20059 ROSCOE BLVD., WINNETKA, CA. 91306 (213) 998-1168 


HONDA YAMAHA 


USED & RECONDITIONED 
PARTS 


CYCLE SALVAGE, INC. 
172 Frontage Road, West Haven, CT 06516 (203) 933-1609 


Kawasaki SUZUKI 


OYAL (714) 629-6674 
NFIELD ~ 


Mail Order Parts, Shop Manuals, etc. 
Largest Stock in U.S.A.—Tell us| your needs today! 
702 W. Holt, Pomona, CA 91768 


EST TOLL-FREE p -— 
«ИЕ SERS 
and CALL TOLL-FREE CE 


800-423-5662 


HONDA & KAWASAKI PARTS • VISA • MASTER 
CHARGE ACCEPTED « ORDERS FILLED IN 24 HRS. 


' ; 958 N. Maclay 
Allyn's Honda/Kawasaki San Fernando. Calif 




















grees MONTESA CYCLES 
wed BENELLI CYCLES 


Hatboro, PA 19040 


= PO0rra>o 








HARD TO GET 
Norton) YAMAHA 


PARTS AND ACCESSORIES 
Largest stock in U.S. 
24 Hour Mail Order Service 
Dealers Welcome 
Nationwide 
except Missouri 








DONELSON call козата 

CYCLES, (814) 427-1204 
3328 Woodson Road 

INC. St. Louis, MO 63114 J 




















SACHS PARTS bymail order 


Repair, Restore your DIRTBIKE 


Largest. most complete stock о! Sachs Engine parts for: Pen- 
ton. Sachs. DKW. Monark. MCB. Am. Eagle. Dalesman, Tyran, 
Saracen, with 100/125cc 5- or 6-speed Sachs engines. Send $3 
for parts book and S4 for factory repair manual. Fast service! 


SPEEDCENTER.U.S.A. Bin 101 (714) 979-4122 
3001 Red Hill Ave.. Costa Mesa. CA 92626 











* 








Sind ROYAL ENFIELD 


PARTS BY MAIL ORDER 


Repair, restore, or customize your Enfield! 


USA's largest. most complete stock of over 2.500 different 


parts (all new) for all '52-70 models! Lucas. Girling. Amal, 
* Renold, Smith parts also available. Send S5 for parts books and 

S6 for repair manuals. Specify year, model, engine and frame 
* numbers on all orders for parts. manuals. Fast service! 
* SPEEDCENTER,U.S.A. Bin 101 (714) 979-4122 * 
3001 Red Hill Ave.. Costa Mesa. CA 92626 
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:Road Touring Catalog 


Hundreds ot road touring accessories to keep 
you riding in comfort and style from the 
touring specialist at Lynnwood Honda. 

Order your catalog today and get in on our special 
touring buys. 
Windjammer SS............. From $289.95 
Vetter Vindicator............. From $249.95 
Oil Filters, (4 cyl. Honda) 10 or more . Each.79 


Please enclose $1 to cover postage & handling. 


Lynnwood Honda 
P.O. Box 1214 20307 Hwy. 99 Lynnwood, WA 98036 
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NORTON 
BSA AJS 
TRIUMPH 
RICKMAN 
LUCAS 
AMAL 
SMITHS 
GIRLING 


BRITISH MOTORCYCLE PARTS 


LARGEST STOCK 
IN THE USA 


CALL FREE 800-854-0493 (except ca) 
British Spares Ltd. 


P.O. BOX 6192 ANAHEIM, CA 92806 714-635-5802 


BANKAMERICARD 


master charge 
б 





GUARANTEED 
USED PARTS 


Save 50% or More 
Japanese, British & European parts. Try 


us for obsolete & hard-to-find items. Give: 
Make, Model, Year, апа 1.0. #. 


BARONG MOTORCYCLE SALVAGE 
3031 ADELINE STREET * OAKLAND, CA. • 94608 








NORTON, TRIUMPH owners, dealers we repair stripped port 
threads. Competition Cycle Center, 2629 W. National Ave., 
Milwaukee, WI 53204. (414) 672-4010. 


SACHS — SACHS — SACHS We have all Penton, Sachs, 
DKW, Rokon and KTM parts. Ship world wide same day. Col- 
lins and Son, 1265 E. Lincoln, Anaheim, CA 92805. (714) 


GARLAND SUZUKI 
PARTS NEW AND USED 


* 1 DAY MAIL ORDER 

* HARD TO FIND OLD PARTS 

* ACCESSORIES 

300 LAVON, GARLAND, TX 75040 
(214) 494-3376 











| SUZUKI suzuki 








NORTON SPOKEN HERE. Our business is Norton parts and 
accessories — same day shipping, C.O.D. anywhere. Brian 
Slark — Classic Motorcycles, 1690 'D' Placentia Ave., Costa 
Mesa, Ca. 92627. (714) 642-8411. 





CURE DISC BRAKE SQUEAL! Easily installed shims stop all 
noise. $21.00 disc. Dave Meitzler, RD1 379-A, Kutztown, 
Penna. 19530. 





"THE HONDA MAIL ORDER SPECIALISTS" 
Genuine Honda parts & unlimited accessories. 


Same day shipment—M/C, B/A, COD. Call or 
Write. 

HONDA MART 
Temple City, Ca. 91780 


9228 E. Las Tunas Blvd. 
1-213-287-4829 








INSTRUCTION 





CAREER opportunity; private airplane and commercial 
helicopter pilot license course. 150 hrs., $5,990.00. Fly seven 
days per week. Three hrs. or more per day. Brantly-Hynes 
Factory School, Box 1046, Frederick, Oklahoma 73542. 





WANTED 





ZUNDAPP Motor Scooter (Bella), Zundapp 250cc Super 
Saber or Zundapp Citation or parts for any of these. Call John 
McPherson collect Day (404) 448-7885, Night (404) 458- 
4663. 


WANTED cylinder head for 1973 Yamaha TX 500, or com- 
plete engine. Mark Zimmer, 265 Johnson Mill Road, Lewis- 
burg, PA 17837. (717) 523-1251. 








CLUBS 





BMW MOTORCYCLE OWNERS OF AMERICA, BMW NEWS 
MAGAZINE, patch, decal, travel assistance guide, dues 
$10.50, P.O. Box 74K, Newark, California 94560. 





GOVERNMENT SURPLUS 





JEEPS — $59.30! — CARS — $33.50 — 450,000 ITEMS! — 
GOVERNMENT SURPLUS — Most COMPREHENSIVE DI- 
RECTORY AVAILABLE tells how, where to buy — YOUR 
AREA — $2.00 — MONEYBACK GUARANTEE — Govern- 
ment Information Services, Department EC-14, Box 99249, 
San Francisco, California 94109 (433 California). 





RACES & RALLIES 





NEW in 1979 The River City Rallye, Red River, New Mexico 
May 25, 26, 27, 28. Entry blanks and information from Til 
Thompson, Box 970C, Ruidoso, New Mexico 88345. 





MISCELLANEOUS 





MAKE FRIENDS WORLDWIDE through international corre- 
spondence. Illustrated brochure free. Hermes-Verlag. Box 
110660/Z, D-1000 Berlin 11, Germany. 


CONDOMS BY MAIL! 


choice of the best 
ans. ribbed Texture Plu 
SELIM Bold 45™ world's first color 
Pack, ng nu n other bran 











vith t 

1 attractive 

va ni guaran- 

p of 12 condoms } Catalogue 

alone 25€ Over 500.000 satisfied customers 

Write today: POPLAN, P.O. Box 400. Dept. CY9-B 
403 Jones Ferry Rd. Carrboro, N.C. 27510 






















CAMPING EQUIPMENT, brand names, great selection, free 
catalog. Campnor, Box 407-AZ, Bogota, N.J. 07603. 





REDISTRAP one-piece harness holds camera with long or 
Short lens comfortably on chest while you hike, ski. $8.50 
postpaid. NECKSAVER, Box 1712, Oakland, CA 94611. 


POEMS, SONGS WANTED. Songs recorded — published. 
Radio released. Broadway Music Productions, Box 7438-CM, 
Sarasota, FL 33578. 


DOMS GALOR 


Sample the most sensitive condoms — by mail Only 
the best features offered —textured. preshaped. 
ribbed. colors New SENSATIONS with "Pleasure 
Peaks." Trojans. Rough Rider. Stimula plus 50 more 
brands Money back guarantee Sampler о! 22 con 
doms. only $5. FREE with every order: full color cata 
logof sex aids. books. condoms. clothes & more Cata- 
log alone. 25C ^ 

Order today: ROMEO, " Dept. CY-3 

P.O. Box 200, Carrboro, NC 27510 
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AMI TRAINS OUTBOARD & STERN DRIVE MECHANICS 


—— -SENDMORE INFORMATION Т0 —— —— Sa 


If you are willing to work hard for 
ten weeks, AMI can turn 
you into a Certified 


Marine Mechanic. 


Professional 
Я marine industry 


people know we 
turn out the best! 


Send in this coupon today! 
Be a Certified Marine 


Mechanic. 








I have several thousand dollars tied 
up in motorcycling and I want to 
protect that investment. The best 
protection I have found costs just $15 
a year... my membership in the 
American Motorcyclist Association. 

The AMA uses my annual dues to 
continue its work to protect 
motorcyclists from restrictive 
regulation on the local, state and 
federal levels. My $15 also provides 
me with a worthwhile membership 
package including monthly copies of 
AMERICAN MOTORCYCLIST 
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PM PROTECTING _ 
Y INVESTMENT. .. 


“ARE YOU? |. 


179.210 
| NAME 
| STREET 
cry. 
STATE 


PHONE |с: 
L | J 


1445 SKYTROOPER ROAD = DAYTONA BEACH, FL. 32014 
APPROVED • CALL TOLL FREE (800]874-0645 
FOR VETS œ IN FLORIDA CALL (904]255-0295 

«27 MARINE у, 


“лин 


AMERICAN 
MARINE 
INSTITUTE 





magazine, theft protection on my 
bike, Tour Guide, accidental death 
and dismemberment coverage and a 
lot more. 

Do what I do. Protect your 
investment and receive valuable 
membership benefits at the same time. 
You can join today simply by writing 
to “Protection” % AMA, РО Box 
141, Westerville, OH 43081, or call 
the toll-free AMA Membership 
Hotline at 800-848-8890. Protect your 
investment in motorcycling . . . join 
the AMA! 
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HOW TO MAKE A SPECIAL 
EXTRA SPECIAL. 


Comfortable custom cruiser 
seat with chrome sissy bar 5 
gives the XS650, goo, ww 
XS750 or XS Eleven Js 

a dramatic double @ ~ 

E tiered look. 






Luggage carrier 
not only adds 
storage space, 
it adds style. 



















\ P" Clear view 
X p mirrors are 
М2 би especially 

z ` for your Special. 






Premium 
== Yamalube 4 
ETT oil provides full 
lubrication and fights 
engine wear over a 


Ww Mini engine guards 
provide maxi engine 
protection. 


Silverbird helmet and jacket Color-coordinated helmets and 


are as functional as they are black motorcycle jacket. Helmets wide range of 
fashionable. Standard and super meet recognized safety standards. operating conditions. 
competition goggles offer safety ^ Black motorcycle jacket is j^ 


and comfort. Yamaha shirts are as traditional as motorcycling. 
available in an array of styles, Matching black leather driving i 
from tank tops gloves are only one of many 
to turtlenecks. E styles available. 


(o Y 
A 8 Genuine Yamaha 
\ > V paints and Yamaha 


| Protectant keep 
> \ your Special 
s w looking that way. 
















After buying one of the finest 
motorcycles ever built, don’t 
skimp on the extras. See your 
Yamaha dealer for his full 
selection of Yamaha Special 
parts and accessories. 
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YAMAHA 


ACCESSORIES 
Pr ert | 











When it comes to 
all-around performance, 
nobody out-performs 
Suzuki. 

Case in point: The GS-750E. 

Clean Sweeps. It]! 
sweep low into а comer — 
and come out smooth 
and clean. Reasons 
are light weight, 
balanced design 
and a superb suspension. 

4-Stroke Mill. Powerful 


кшй 

-offerinstant EEE 

T sd Roller bearing crankshaft 

3 provides dependable I 
high-RPM pororaa р uem 

Quick Stops: Good -* 2, 

“brakes are а RUSTON! ae 
"bike. Great brakesare ase 





Fresh out of Europe's 
toughest finishing schools. 


The 1979 Honda CB750F. 





You're looking at the sleekly renowned 24-hour Bol D'Or race 
practical application of a hard-won is a noteworthy achievement. But 
education: the all-new 1979 Honda as students of recent European 
CB750F history know, the all-conquering 

For three grueling years Honda's RCBs did more than merely finish. 
RCB race bikes sped through road They finished at the head of the 
racings most demanding school — class— European champions in 
the European endurance racing 1976,'77 and '78. 


circuit. Just finishing a test like the RCB Technology For The Street. 

The new 750F wraps the New 16-valve cylinder head design — 
excitement and endurance racing refined on European road-racing circuits. 
know-how of those Bol D'Or cornering clearance. And the 
Hondas in snazzy new street lower connecting rod bearings are 
clothes. Taut. Precise. Totally civi- the same tough racing type used 
lized — but far from docile. A heady in the RCBs. 
new experience in 750 cc sports 
motorcycling. Feels As Good As It Looks. 

The new F engine design is lifted The '79 CB750F story doesn't 
almost directly from the RCB end with its dynamite new power- 
drawing boards. Its got the same plant. There's a new double-cradle 
free-breathing DOHC four-valves- frame that puts the comfortably 
per-cylinder layout that helped the padded saddle closer to the pave- 
six-cylinder Honda CBX win its ment. And supple, low-stiction 
front forks help make the ride as 
smooth as the classy new styling. 

All-new applies to the details, 
too. New rectangular turn signals. 
































n^ A Vus SC fant New anti-vibration mirrors. Aircraft- 
шге AN. 000018 = А . A 
= 7 б style instrumentation. And a big, 
(OE 8 Ls bright new taillight. 


вс: The 750F5 lights come on 
automatically, to help make you 
- : more visible to surrounding traffic. 
New alrcraft-inspired instrumentation But for safe riding, it's best to think 
: of yourself as invisible, obey all 
awesome reputation. Four 30 тт traffic laws, and watch out for the 
CV carbs with an accelerator pump other guy. 
give you eager response when you The all-new CB750F. Not many 
crack the throttle, and the new bikes have this kind of education. 
Pointless Inductive ignition cuts RCB-CBX sizzle. Sophisticated style. 
maintenance — without cutting Bol D'Or spirit for the discerning 
zap quotient. sports rider. 
The highly efficient four-into- And you don't have to go to 
two exhaust tucks inside the Europe to get it. It's as close as 
frame rails, to maximize your Honda dealer. See him today. 





Always wear a helmet and eye protection. 
For free brochure, write: American Honda Motor Co., Inc., 
Dept. C29F, Box 50, Gardena, CA 90247. See Yellow Pages 
for nearest Honda dealer. (C) 1979 AHM. 


GOING STRONG ! 


CIRCLE NO. 48 ON READER SERVICE PAGE. 
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Yanks finished first with 1572 points, fol- 
lowed by the "World" with 1510. GB 
scored 1309, Italy 971 and France 900. 
Other results: Mike Baldwin emerged as a 
recognized star in Europe, and Kenny 
Roberts owned a new lap record: 1:54.70. 
Not bad for a weekend's work in northern 
Italy, not bad at all. —Patrick Behar 


Crock-O-Rama: On September 23 and 24 
of last year Roy Strawn put on his first 
antique motorcycle auction, held in Costa 
Mesa, California. A total of 106 motorcy- 
cles was up for sale. Vintage bike nut 
Steve McQueen bought three: a 1957 
Danish Nimbus, a '40s-vintage Sunbeam 
twin, and a 1926 Ace Sporting Solo. 
Pronouncing his first motorcycle auc- 
tion a success, Strawn is putting on an- 
other one. It's scheduled for February 11 
and will be held in the San Mateo Exposi- 
tion Center in San Mateo, California. 
Strawn expects more bikes, and better 





Greening reports on an experiment cur- 
rently under way in France. Several 
French fire departments are considering 
the possibility of using two-wheeled fire 
engines. This particular machine uses a 
Honda Gold Wing powerplant suspended 
in a frame which strongly resembles an 
old Honda Bol d'Or racing chassis. 

Several other features of the machine 
are noteworthy. A detachable stationary 
engine with a compressor mounts directly 
above the motorcycle's engine. Lifting 
and cutting equipment—used to rescue 
people from burning  vehicles—is 
strapped to the machine in various 
160 


ones, for his second auction. Roy can be 
reached by phoning (213) 423-1433. 


Yamaha 650 Society: Americans ob- 
viously have an irrepressible need to form 
clubs because we've organized ourselves 
into parties, lodges and orders based on 
every conceivable oddball alliance. 
Here's the most recently formed organiza- 
tion. According to Director J. Griner, the 
Yamaha 650 Society has come into exis- 
tence "for the enjoyment of those who 
wisely chose Yamaha 650s,” and “to 
amalgamate the 130,000 hardheads that 
won't give up on this duct tape, bailin' wire 
critter." Annual membership in the Soci- 
ety includes 10 issues of "Yam 650 
News," which is pages and pages of 
information, tips and free classified ads. 
A full year's dues are (you guessed it) 
$6.50. The Society accepts cash, checks 
or money orders. Write: Yamaha 650 So- 
ciety, Box 1, Princeville, Illinois 61559. 





places. The hinged seat accommodates 
two, and a two-gallon gas tank is located 
just to the rear of the engine. First aid gear, 
a short wave radio, tool boxes and extra 
lighting for night work are also equipped. 

The DLB company of France devel- 
oped the machine to increase the mobility 
and resourcefulness of the French fire 
departments. Weighing 572 pounds dry 
and sans equipment, the prototype Fire 
Bike has been tested by several agencies. 
If the ingenuity of the European officials 
sparks the interest of their American 
counterparts, we may soon be pulling to 
the side of the road, making way for 
careening hook-and-ladder Gold Wings. 








ALL AMERICAN DREAM CONTEST 
OFFICIAL RULES 


1. To enter, deposit an official entry form at your 
participating Harley-Davidson Motor Co., Inc. 
dealership. On each entry form clearly hand 
print your name, address, and your computed 
retail value of the combined cost of the Custom- 
ized 1979 Harley-Davidson 1000cc Sportster 
and the 1979 Chevrolet Corvette. Retail value is 
to include the cost of all material, custom paint- 
ing and freight to Harley-Davidson Motor Co., 
Inc., Milwaukee, Wisconsin. See accompanying 
listing of equipment and accessories. Additional 
entry forms, are available at your participating 
dealership. If you are unable to obtain additional 
entry forms you may clearly hand print your 
name and address and the computed retail value 
on a 3 x 5 plain piece of paper. 


2. Entries limited to five per person. All entries 
must be deposited at participating dealerships 
on or before March 15, 1979. 


3. The winner will qualify on the basis of 
completing steps 1 and 2 above. Judging will be 
conducted on the basis of whose entry most 
correctly computes the retail value of the prize 
structure as covered in rule #1. In case of dupli- 
cate entries a random drawing will be conducted. 
All decisions of the judges will be final. 


4. The winner must have a current drivers 
license validated for motorcycle operation. If 
under the age of eighteen (18) years of age, 
winner must have consent of parent or guardian. 
Grand prize will be a Special Customized 1979 
Harley-Davidson Sportster motorcycle and a 
1979 Chevrolet Corvette. No substitute prizes 
will be awarded. No cash alternatives. 


5. Contest open to all residents of the U.S. ex- 
cept for employees and their immediate families 
of AMF, Incorporated, Harley-Davidson Motor 
Co., Inc. and its dealerships, agents, subsidi- 
aries, advertising agencies, and Young America 
Corporation. 


6. All entries submitted become the exclusive 
property of Harley-Davidson Motor Co., Inc. 
and none will be returned. All contest entrants 
grant all rights of reproduction of their entries 
in any form. Contest valid except where pro- 
hibited or restricted by law. The winner must 
pay license, title and registration fees as dictated 
by state and local regulations and all applicable 
taxes. The winner will be notified by mail on 
or before May 15, 1979. No correspondence 
will be entered into. 


Enter the computed combined 
retail value for the set here 


AL AMERICAN PREAM CONTEST 
| Please Print: | 
| NAME. | 
ADDRESS | 
COLIN ———— с o ee | 
STATE. SI ZIPGODE-—9-——. | 

| 

| 


(Enter one figure only) 


Entries must be deposited at a participating | 
Harley-Davidson dealership on or before 
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|. The man. The cigarette. 
themselves. 
EM Ordinary cigarettes just de 
| ‘Camel Filters has. 
Its blend of Turkish and 
ives him what he smokes 
Pleasure. Satisfaction. 
A Camel Filters Man unde 
est times are often the Simple 
\ Do you? 


Narning: The Surgeon General Has Determined 
. What Cigarette Smoking Is Dangerous to Your Health. 
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IE BEEN ON AHA RLEY-DAVIDSON, 
YOU H HAVEN'T BEEN ON A MOTORCYCLE. 


TO ENTER, CUT COUPON ON PAG 
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